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comment 


So Indylantic has arrived. The controversial new self-organising, 
self-promoting cabagory, which replaced the traditional Formula 
Atlantic champions ip finally got off the ground last Sunday at 
Brands Hatch. It received a mixed reception. 

Before looking into it more closely, two things must be 
remembered. The mere existence of Indylantic Promotions means 
that there is Atlantic racing in Britain (and on last Sunday’s 
showing it is still good racing). And there was a considerably 
larger crowd at the meeting than would otherwise have been 
expected. For motor racing as a whole, those a plus points. 

t this point we must give credit to the BRSCC headquarters, 
who coped adininabiv with a host of problems with such success 
that the general public was oblivious to any internal difficulties. 

There are bound to be problems at the start of anything new, 
and last Sunday was certainly no exception. If these can be ironed 
out, the formula must be given a reasonable chance, even if it only 
introduces new spectators to motor sport. But herein lies a basic 
problem with special motor racing promotions. If you don’t put on 
a good racing show the enthusiasts will never come back, while the 
newcomers will be left wondering what it is all about. Two 
criticisms we have of last Sunday’s meeting are that it dragged 
terribly, the main race not beginning until 4.50pm, and that the 
supporting races were of a poor standard. : 

e original idea of Indylantic was to base the whole of the 
racing around Formula Atlantic. This clearly cannot be done, 
certainly at this stage — and we wonder if it ever can be. What is 
vitally important is that the supporting cast provides full grids 
and variety. As entertaining as we know ShellSport Escorts can 


‘be, Sunday’s races took up nearly an hour, and this contrived only 


to send the enthusiast (at least) to sleep. 

The idea of Indy-style qualiying is not new in this country — it 
has been tried in F1 and F5000 at Brands — but for the spectators 
in the grandstand it can work. The only way it will work, though, 
is if the spectator can hear the commentary, which was excellent 
at Brands. But at most circuits in Britain the loudspeakers are 
not best placed for mass listening. The one problem with the 
Soames x 3 system is that in these days of slick tyres it is 
impossible, and some may even say dangerous, for drivers to 
achieve a representative time in four laps. From that point of 
view, Atlantic racing will lose much of its significance as a pointer 
to driver ability. This is a shame, as the basic ingredients of the 
formula are such that the cars do give good drivers the chance to 
show their true mettle. 

We don’t mean to shoot down Indylantic before it has a chance, 
because anything that brings in new spectators must be welcomed 
at this point in time. To the racing enthusiast, it should be a better 
bet than a “pop-day”’ because it is built around racing. Although 
the latter are deliberately not so designed, on two days a year this 
is acceptable. The Indylantic people must work to make sure that 
there is a full day’s racing, since we are sure that a 12-meeting 
series cannot survive on extracurriculum entertainment for the 
non-enthusiast for that long. 

If the Indylantic organisers can overcome their naivety with the 
problems of running a race meeting, and learn from the problems 
of last Sunday, it could be beneficial to motor sport. 


next week... 


Our full report and pictures of Sunday's big Silverstone Formula 1 
race — A report on how Fiat's new rally car fared on its debut on the 
Elba Rally — The opening Formula 2 race of the year at Hockenheim 
— Nick Brittan’s controversial Private Ear column — A complete 
guide to Easter sport. 


cover picture 


hoses For the second week running, Patrick Depailler has been in- 
volved in a controversial incident, this time at the Nurburgring in 
the potent Turbo Renault Alpine — read about it on page 8. Photo: 
Jeff Hutchinson. Bottom: Eighteen drivers will be wor ing hard in 
the cramped confines of an F1 cockpit for success at Sunday's 
Graham Hill International Trophy race at Silverstone. Preview: 
page 36. Photo: David Winter 


pit & paddoc mE 
G2 Jaguar debut delay 


Vel’s Parnelli quit Fl, 
Andretti moves . . . 


The news broke in America last week 
that the Vel’s Parnelli Grand Prix 
team are, sadly, having to pull out of 
Formula 1 racing following their 
failure to attract a suitable sponsor 
to finance their programme. 

Team manager Jim Dilamarter 
told our American correspondent 
that the day following the Lon 
Beach Grand Prix, Vel Miletic 
issued instructions to pack every- 
thing up. The following morning a 
directive told them to hold every- 
thing but Dilamarter thought this 
was only a temporary reprieve. 

By the end of last week the 
decision was taken that the team 
would definitely not be going to the 


Spanish Grand Prix and that Mario 
Andretti was free to negotiate with 
any other Grand Prix team for a ride. 

he word to “sell everything” has 
yet to come and the team’s Griston 


office near Norwich is being kept 
operational until Vel iletich 
decides to do otherwise. 


With regard to their American 
F5000 programme, the team has 
three chassis but three Nae 1) 
races clash with the USA 
championship (they have entered 
two DFX-engined cars for Indy) 
and this, we are informed, is taking 
preference over everything else. The 
whole operation seems to be in a 
state of flux. 


. . . to Frank Williams 


A late entry for this weekend’s 
Graham Hill International Troph 
race at Silverstone is a second Fran 
Williams car which, with the Vel’s 
Parnelli Grand Prix team looking 


Mario Andretti — free agent. 


‘Ring doubt 


The death of 22 year old Alex 
Wittwer at the Nurburging last 
Friday during the Formula 3 
practice added more coal to the fire 
raging about whether the Grand 
Prix race should be held at the 
circuit this year. 

Wittwer crashed on his first lap of 
Friday’s practice at the Fuchsrohre 
(Foxhole), a flat out left hander 
where the cars bottom out on their 
suspension. It is thought a 
mechanical failure on his March 743 
caused him to leave the road where 
the car vaulted the ridiculously low 
Armco barrier and crashed heavily 
into the trees same way below. The 
little known Wittwer died of a 
broken neck. It was his first F3 race 
(he previously raced in FSV) and his 
first visit (and first lap) of the Nur- 
muering. 

In a German television interview 
the amg lary § night, World 
Champion Niki Lauda was asked for 


his opinions about the ’Ring which - 


brought much unfavourable 
comment from the Germans. The 
chances of the race being reverted to 
Hockenheim, as it was in 1970, are 
growing strongly for one thing is 
evident: certain parts of the ‘Ring 
are still very poorly protected. 
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almost certain to pull out of racing, 
will be driven by former Indianapolis 
winner Mario Andretti. 

Frank Williams confirmed the 
news on Monday afternoon but 
declined to answer questions as to 
whether Andretti would be stayin 
with the team after Silverstone. “T’ 
prefer not to comment on Andretti 
or my drivers for the Spanish Grand 
Prix until after the weekend,’’ said 
Williams. ~ 

Andretti will partner Jacky Ickx 
in a pair of FW05s as Michel Leclere, 
who is admittedly only on a race-to- 
race contract, is racing an F2 car at 
Hockenheim this weekend. 

If Andretti decides to stay on with 
the team, then question marks will 
obviously hang over the heads of 
Ickx and Leclere, more sothe Belgian 
who has frankly proved disappoint- 
ing so far this season. Conversely 
Andretti still has the opportunity to 
jon Lotus full time which was 
offered after his one off drive in 
Brazil. 


Lola 1400 
for Holland 


The Durex Lola T400, last raced by 
Richard Scott and Bob Evans, has 
been bought by a new F5000 team 
who are entering the car in this 
year’s Shellsport 5000 series for the 
evergreen Keith Holland. 

The team, E. L. Gibbs Limited 
Racing, is based in yess ag and 
is backed by Len Gibbs, a local 
builder and a racing enthusiast. 
Len’s interest in racing was finally 
clinched by the involvement of his 
son in Formula 6 racing. 

As for Keith Holland, he hardly 
needs any introduction having been 
a doyen of F5000 ever since 1969 
when he drove the Alan Fraser Lola 
7142, winning the Spanish Grand 
Prix at Jarama. Holland’s last 
regular drive was in one of Ian 

ard’s Trojans. 

@ Holders of Paddock Transfer 
tickets at Silverstone on Sunday 
will be able to walk along the pit 
road to inspect the F1 cars in the 
pander arages. This facility will 

available between 10 and 11.30 
am. 


Leyland Cars announced at the end 
of last week that the debut outing 
for the G2 Jaguar XJ Coupe racing 
team will be at Mugello on May 2, 
and not Salzburgring on Easter Sun- 
day as previously announced. How- 
ever, Leyland cars will after all be 
represented at Salzburg, the second 
round of the European Touring Car 
Championship, by Derek Bell and 
David Hobbs, who will drive a works 
G2 Dolomite Sprint in the four-hour 


ace. 

Ralph Broad’s comment on the 
decision was: ‘‘Our test programme 
for the Jaguar has been seriously 
delayed by bad weather, which has 
effectively reduced our test mileage 
to a bare minimum. We have there- 
fore taken a rather late decision to 
extend the pre-race test period by a 
further two weeks. The performance 
and handling qualities of the proto- 


type car have exceeded our expecta- 
tions, and the enthusiasm of our 
four-man driving team bears witness 

to this. But I am determined not to 
ae 4 aga this long-term programme 
‘or the sake of one event. 

The decision was taken last week 
after the team got in the first 
lengthy test session with the Jaguar. 
The biggest problem with the car 
was that the brake fluid was starting 
to boil because the wheels were not 
pos ood enough ventilation. 

ew wheels are being made, but 
could not be readied in time for 
Salzburg. 

Hobbs and Bell will drive the Dolo- 
mite Sprint which was originally 
built for the TT last year to Trophée 
de L’Avenir regulations. It will be 
interesting to see how it performs 
against the works Escorts and Alfa 
Romeos which dominate the class. 


F1 Ensign 


“There’s a 50/50 chance that we'll 
get it ready” said Team Ensign boss 

o Nunn earlier this week. Nunn 
was, of course, referring to the 
team’s brand new Formula 1 car 
which they are trying to finish in 
time so that Chris Amon can drive it 
at Silverstone this weekend. 

Would they be taking both cars? 
“No. If we finish the new one then 
Chris will drive that. Otherwise it’ll 
be the older car which we raced at 
Long Beach.” 


Hesketh 


Guy Edwards (below) makes his 
Formula One return this weekend in 
an unsponsored, works run, Hesketh 
308B. He hopes to finalize a deal 
shortly to enable him to do the rest of 
the GP season. 


@ The unraced Hill GH2 Formula 1 
car, which was to have spearheaded 
the Embassy-Hill racing team’s 
attack on the world championship 
this year, was formally handed over 
to the National Motor Museum last 
Sunday. The resentation also 
marked the ‘lll of the Graham 
Hill Appeal for the Graham Hill 


under the auspices of the Royal 
National Orthopaedic Hospital, 
Stanmore, Middlesex. 


for Edwards 


Rehabilitation Centre to be built © 


Penske miss 
Silverstone 
on Sunday 


John Watson and the First National 
Citibank Penske Grand Prix team 
will not be going to Silverstone this 
weekend. We spoke to team manager 
Heinz Hofer on Tuesday afternoon 
we told us: “We never had intentions 
of going at all. Sure, we wanted to do 
the non-championship race at 
Brands but not at Silverstone. It’s a 
pity they’ve put us in the pro- 
gramme.’ 

The confusion arose when the 
entries were put in, we assume by 
the Formula 1 Association (Penske 
are members), some weeks ago. 

Instead, the team are working flat 
out down at their Poole premises in 
Dorset on finishing off their new 
Formula 1 car which may well start 
testing in the middle of next week in 
readiness for the Spanish Grand Prix 
at the beginning of next month. 


F2 Kaimann 
for Quester 


Dieter Quester, despite repeated an- 
nouncements that he was retiring, is 
making a return to Formula 2 in a 
brand new car specially built by 
Kurt Bergmann, creator of the 
Kaimann Super Vees. 

Bergmann told us last weekend 
that the new car “would be ready in 
about a month.” It has similarities 
to the Fl Ferrari; inboard front 
suspension and so forth. Like hi: 
Super Vees, the car will be of a space 
frame construction and power wil 
come from a_ Schnitzer-preparec 
BMW engine. 

Quester has brought along spon 
sorship from Gésser Beer who ari 
currently backing his G5 Schnitze 
BMW CSL. 

Bergmann, it will be remembered 
last entered the world of F2 with hi: 
protege Helmuth Koinigg in an Opel 

owered ex-Quester March 712M 

owever success only came it 
European hillclimb events due t 
engine unreliability. 


AUTOSPORT, APRIL 8, 197 


es 
eee 


The Jochen Mass/Jacky Tekx 
boring, win at Vallelunga last Sunday. 
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Mass/Ickx give Porsche 
Vallelunga G5 victory 


The Martini Porsche 935 again ran 
away and hid from the opposition at 
the second round of the Silhouette 
Wold Championship of Makes which 
took place at Vallelunga on Sunday. 
In the warm dry conditions, the 
turbocharged Porsche driven by 
Jochen Mass and Jacky Ickx was 
the complete master, the mechanics 
just filling it up with petrol, chang- 
ing tyres and giving it oil. They 
scarcely even dirtied their gleaming 
overalls. 

Once again, the Erwin Kremer G5 
Turbo Porsche posted some sort of 
threat in practice when the driving 
team of Bob Wollek/Hans Heyer 
Posted a time in the 1m 16s, but the 

artini car nipped out and lopped a 
cool two seconds off the time and 
waited for further developments. 
There were none. Third fastest in 
practice was the Lancia Stratos 
turbo. for Carlo Facetti/Vittorio 
Brambilla with three BMWs next in 
the order Alpina (Harald Grohs/Sam 
Posey/Hughes de Fierlandt), 
Schnitzer (Albrecht Krebs/Dieter 
Quester) and Hermetite (John Fitz- 
patrick/Tom Walkinshaw), the latter 
suffering from a duff engine and 
doing only a few laps on race tyres. 

In the race, the Martini Porsche 
just departed and that was that. It 


Silverstone 


get BBC TV 
refusal 


There will be no television coverage 
of the Graham Hill International 
Trophy at Silverstone this weekend. 
The reason is the same as given for 
Brands Hatch. Basically there is, in 
the BBC’s view, too much adver- 
tising on the cars. Despite meetin 
with the RAC, FICA, sponsors ani 
so on, no agreement has been 
reached and so there will be no cover- 
age. It also appears that the planned 
coverage of the F2 Thruxton meet- 
ing at Easter is in jeopardy. 

ate last week Irv. ainst, we're 
told, advice from the BBC, decided 
to show a 20-minute edited highlight 
film of the Long Beach GP on their 
Saturday afternoon sports pro- 
gramme. If any readers saw it we 
strongly advise that they write to 
[TV in support of their move. Unlike 
the BBC they do actually care what 
the viewers want and think. 
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Porsche scored another convincing, if rather 


| nominated (Val Musetti’s 
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was rather down to who came 
second. It wasn’t the Kremer 
Porsche for in the first hour, it 
retired with transmission problems, 
but for much of the time, the Stratos 
kept. up a good second until four and 
a half hours after the start, when it, 
too, retired with transmission 
problems. So the Alpina BMW took 
second but that was not without its 
problems. There were gearbox 
worries in the later stages, and then, 
right at the end, the crank shaft 
damper started to break up as it had 
on the Hermetite BMW at Mugello 
and Daytona. But it struggled on to 
finish. 

Following the Alpina car had been 
the Schnitzer Beem but during a 
routine pit stop, a wheel nut jammed 
and stripped and when the car went 
out again, it was only for half a lap 
before the unit collapsed altogether. 
The Hermetite car had been up with 
the other BeeEme but they had a re- 
currence of their fuel feed problems 
of Mugello and the car started 
missing every seven laps after a fuel 
stop. This was eventually traced to a 
blocked fuel filter, and once this was 
cleared, the car pulled up from its 
lowly twelfth place to fourth by the 
end behind one of the ultra reliable 
Porsche Carreras. 


lan Ashley’s 
hire deals 


? 

Lan Ashley, having seen his BRM F1 
drive fizzle out, has been working 
hard to secure drives in some of the 
more important forthcoming races. 
He’s entered the F2 race at 
Thruxton in a car yet to be 
spare 
March?) while he’s also agreed terms 
with Chevron Cars to run-one of their 
F3 cars at Monaco. 


Drake USAC 
and Fl 
engine plan 
confirmed 


Drake Engineering, the American 


firm who build the infamous 4- 


cylinder Offenhauser USAC engine, 
are embarking on a V8 project 


designed and drawn up by Hans 
Herrmann (not the driver), a former 


employee of BMW and who spent 


three years working on F2 cylinder 


head work. Herrmann, who joined 
Drake last year, has been very open 
about this new project which is 
intended to protect themselves 
against the Cosworth DFX. 
The actual engine design is com- 
pie and the tooling up pees is 
eginning to take shape. The engine 
is a 160 cubic inch bis backatged unit 
with a 3}in bore and a slightly 
shorter stroke than the Cosworth, 
and, comparing it to the DFX, it has 
an increased (10%) breathing area. 
Herrmann says the company are 
very interested in building an FI 
version of the engine using a diff- 
erent crankshaft and a longer stroke. 
They are looking for as much rpm as 
possible which they feel they can 
achieve through the increased 
breathing area on the head. The unit 
is slightly smaller and lighter than 
the sworth but an F1 version 
would only be possible if a team (or 
individual) was prepared to under- 
write the finance required so that 
they could carry out a parallel build 
and development programme with 
the USAC engine. 
The first USAC engine won’t be 
ready for dyno tests until the coming 
winter. As for the F1 unit, ideally 
they would prefer to build a 1500cc 
turbo engine, if given a free hand. 
Concluded Herrmann: “‘We know we 
can get six bhp per cubic inch from a 
bustiocharged engine”. That’s 960 
p! 


Lees’ Chevron 
at F3 Zolder 


Sadly Geoff Lees will not be racing 
at Silverstone this weekend for his 
works backed Chevron B34 F3 car, 
which was revealed two weeks ago, 
cannot be readied in time. 

Backing Lees, who will be racing 
the car under the Geoff Lees Racing 
with Chevron Cars banner, is Ray 
Zegaya, a friend of Geoff’s who owns 
a couple of garages in the Tamworth, 
Warwickshire area. The car, which 
was given such an excellent debut in 
Germany last weekend, will be 
powered by a Toyota Novamotor 
engine and the first race, according 
to Chevron Cars, will be at Zolder on 
April 24. 


© Bob Arnott is foresaking the 
Easter Thruxton F3 race and in- 
tends to journey abroad to the 
European qualifier at Zandvoort 
taking place the same day. Arnott 
then intends to carry on to race at 
the Zolder BP round the following 
week. He asks whether any com- 
petitor would like to share his trahs- 
portation facilities to these events. 


Cale Yarborough — out front. 


Yarborough 
double 


Cale Yarborough made it two 
NASCAR Grand National victories 
in a row when he won the Gwyn 
Staley 500 in his Holley Farms 
Chevrolet Chevelle at the North 
Wilkesboro track, North Carolina, 
last weekend. 

Running on the jths mile oval, Yar- 
borough was, once again, the fastest 
car on the track and he led a total of 
258 of the 400 laps. At one stage he 
built up a two lap lead but a Lenny 
Pond Fan Club banner from the in- 
field broke loose and blew across the 
track, jamming itself in Cale’s 
radiator. The pit stop cost him his 
lead but he still came back to beat 
Richard Petty’s STP Dodge by a lap, 
passing the reigning champion with 
20 laps to go. 

Third, three laps down, was Bobby 
Allison in the Penske CAM2 
Mercury ahead of Benny Parsons, 
who qualified his Chevelle second 
fastest and led for the first 13 laps, 
before dropping back with excessive 
tyre wear. 

Dave Marcis again put his K & K 
Insurance Dodge on the pole but a 
broken throttle linkage cost him 15 
laps and he finished eighth. Of the 
other fancied runners, Darrell 
Waltrip’s Gatorade Chevelle retired 
after 291 laps while lying third with 
a broken gearbox and Buddy Baker 
(Mercury) quit after just 38 laps with 
a holed radiator. 


Parsons’ F3 
deal fails 


Although entered in recent Formula 
3 races, the latest being the 
Nurburgring last weekend, the No 
Drugs Racing team for Dick Parsons 
and Fritz Stehlin will not happen. A 
statement issued by Paul Goy 
Racing, who were going to run the 
team, said: “we regret to announce 
that the proposed No Drugs F3 
Team will not now be seen on the 
tracks this season as the sponsor has 
not provided the necessary finance 
for the project. 

“This means that both the promis- 
ing British ace Dick Parsons and 
Swiss Fritz Stehlin are now without 
drives. The team consequently has 
two brand new F3 Ralts for sale.” 


! 
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New boy Patrese shakes | jit 


the regulars in Chevron 


at the Nurbu 


Riccardo Patrese — new star? 


6-wheel debut 


The tremendously exciting Tyrrell 
Project 34/2 six-wheel F1 car will 
make its public debut at Silver- 
stone this weekend when Jody 
Scheckter will demonstrate it on 
Sunday afternoon. 

The car has been setting some 
astonishing practice times recently 
and following its unofficial lap 
record equalling time at Silver- 
stone three weeks ago Patrick 
Depailler was well below the record 
at Belgium’s Zolder circuit last 
week. 

The race debut of the car is 
scheduled for the Spanish Grand 
Prix at Jarama on May 2. 


Sports cars 
for Mosport 


Harvey Hudes, one of the Mosport 
race organisers, is confident that the 
World Championship Sports Car 
race (G6) scheduled for August 22 
(and at Elkhart Lake a week later) 
will take place. The two hour race 
may well incorporate a separate G7 
(CanAm) class to bolster the grid. 
Commenting on the poor state of 
sports car racing in Europe, Hudes 
said: “It’s really beyond the point we 
had originally me for”, referring, 
of course, to the original wishes by 
many manufacturers to severely 
testrict turbocharged engines and 
allow cheaper 5-litre stock block and 
litre racing engines to establish a 
solid backbone to the series. 

Supporting the Mosport race is a 
‘ound of the Player’s Formula 
Atlantic series which may well turn 
nto the feature event. 

As to the running of the Canadian 
grand Prix, Hudes reckons they 
1ave a good chance of restaging the 
‘ace and that last year’s financial 
lisagreement with the Formula 1 
Jonstructors will be resolved. 
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Paul Owens of Chevron Cars was 


justifiably happy at the Nurburg- 


ring last weekend, especially wit 
the performance of the company’s 
brand new B34 Formula 3 car in 
which Italian Riccardo Patrese 
drove so well. The car was entered by 
Trivellato, the new Italian Chevron 
importers. 

atrese, who had never been to the 
Nurburgring before, or even raced an 
F3 for that matter, was the revela- 
tion of the weekend. 

Born in Paolova in 1954, Patrese is 
approaching his 22nd birthday. He 
started racing karts at the age of 12, 
eventually ending up joining the 
Italian national karting team in 1971 
where he took part in four successive 
World Championship, winning the 
title at Estoril in Portugal in 1974. 

Last year Patrese moved into 
Formule Italia where, in his first 
season of car racing, he finished 
runner-up in the national series to 
Bruno Giacomelli, the new works 
March F3 driver, despite winning 
four times and achieving nine pole 
positions in 15 races. 


Richard Scott — Modus drive 


Scott’s 
Modus 


Richard Scott, who drove the Durex 
F5000 Lola T400 last year and who, 
so far this season, has driven the 
Dickson’s of Perth Formula Atlantic 
Modus and the PR Reilly F1 Shadow 
DN1 in the opening rounds of the 
ShellSport 5000 series will be re 
maining with the Dickson’s team for 
the rest of the season. 


Scott, who drove one of the team’s 


Modus M8s at the inaugural Indy- 
lantic race last weekend, will partner 
23-year-old Norman Dickson for a 
full season of Atlantic and G8 races. 
The team will shortly be takin 
delivery of two Swindon Ford BD 
Formula 2 engines which they will 
use in ShellSport 5000 races. In 
addition to the G8 and Indylantic 
races the cars will take in four Libre 
races at Enafiaton starting starting 
this weekend. 


LeMans, was tested ‘‘in secret" recen 
Jean-Pierre Beltoise with promising r 


No G8 Zolder 


The Zolder round of the Shellsport 
5000 championship, scheduled for 
April 25, has been postponed. The 
reasons given by the organisers are 
that Teddy Pilette will not be doing 
the race and also they have suddenly 
realised their race is the week after 
the Bank Spree British double 
weekend and the likelihood of having 
a a entry is slim. 

n its place the organisers are pro- 
moting a big F3 event called the 
Grand Prix of Zolder. 

The race will be run in two heats 
and a final and prize money will be 
good — there is also starting money 
available. The race is sponsored by 
BP and will be a qualifying round of 
their British championship. 

All entries have to be obtained 
through Motor Race Consultants 
(01-930 9546) and they will also be 
handling the starting money nego- 
tiations. 

Reactions to this news is obviously 
favourable from the F3 competitors 
but one 5000 entrant, Richard 
Oaten, was very upset: “We'll fly the 
car (John Cannon’s March) back to 
America. If this is the way we are 
going to be treated there’s not much 
point in carrying on.” 


@ Paul Goy, who was to have run the 
No Drugs F3 team, will now under- 
take the Ly wo at his Lincoln 
premises of Stephen South’s brand 
new Novamotor BMW-powered 
March 763 and John Stokes’ older, 
Toyota propelled, car. Stokes has 
secured sponsorship for his car from 
Dortmitinder Bier while South’s car 
will retain an allegience to Stokes’ 
Bogarts of Birmingham discotheque. 


The Ford DFV-powered French built Inaltera G6 car destined to race Just at 
one team co-ordinator Vic Elford and 
esults, 


Pesenti wins 
F3 in Italy 


Alessandro Pesenti-Rossi won the 
opening round of the Italian 
ormula 3 championship at Mugello 
last Sunday % a brand new 
March-Toyota 763. His victory was 
no doubt made all the more easier 
by the clashing European fixture at 
the Nurburgring which attracted 
many of the top Italian runners. 
Chasing Pesenti-Rossi and filling 
the four places were the Marches of 
Piercarlo Ghinzani, Alberto Riva, 
Luciano Pavesi and_ Federico 
Rampino with Fernando Spreafico’s 
ageing GRD completing the top six. 


Bradshaw for 
Williams’ G1 


Bradshaw Plant Hire, the well- 
known Peterborough and Aberdeen 
plant hire business, are sponsorin 
the Toyota 1000 to be campaigne 
this year in the Keith Prowse RAC 
British Touring Car championship 
by Barrie Williams. The Bradshaw 
family are enthusiastic motor sport 
followers, and previously supported 
John Corfield’s 2-litre sports car. 

The Toyota is one of the two-car 
Samuri Racing effort, which also has 
Win Percy in the 1.6 Toyota Celica 
on its strength. The 1000 missed the 
first round of he championship at 
Brands Hatch, but has been testing 
of late, and the team have high hopes" 
of success in the small class. 


Cyd Williams gave the new Gordon Fowell-designed ultra-low Sana Formula 
Atlantic car an excellent debut at the opening round of the Indylantic series 
last Sunday. 
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Hockenheim’s F2 opener! The ultimate 


The opening round of the European 
Formula 2 Championship takes place 
at Hockenheim on Sunday where an 
incredible entry of over 70 com- 
petitors has been reduced to some- 
thing like 40 cars, who will then all 
be practising for the 24 available 
ot places. 

British interest will centre around 
Brian Henton in the new Abarth- 
powered Wheatcroft, not forgetting 


the Marches of Richard Robarts and 
Ray Mallock, the latter forsaking his 
brand new Lola. 

Also entered are Grand Prix 
drivers Ronnie Peterson and Hans 
Stuck (in works Marches), Jochen 
Mass (Project 4 March-Lancia), 
Michel Leclere (Elf-Renault), Harald 
Ertl (Chevron), Ingo Hoffmann 
(Kauhsen March-Hart) and many, 
many more. 


Brazilian Alex Ribeiro giving his works prepared F2 March a run at Good- 
wood recently prior to Sunday's Hockenheim race. 


——. 
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Thruxton 
transport 


Racegoers without transport but 
who wish to go to the DJM F2 meet- 
ing at Thruxton on Easter Monday 
will have the opportunity of travel- 
ling to the Hampshire circuit via a 
bus-rail link. e 9 am London 
(Waterloo) train to Andover will be 
met by a bus at 10.15 am. The bus 
will leave Thruxton to return to 
Andover at 6 pm after the final race. 
The day return rail fare is £3.20 and 
the bus will cost 60p (adults) and 40p 
(children). 

There are still a few grandstand 

seats available at the circuit at ad- 
vance booking rates (this offer closes 
Tuesday, April 13). The Booking 
Office, Thruxton Circuit, near 
Andover, Hants (Tel: Weyhill 2607) 
will look after all requests. 
@ Formula 5000 Europe have asked 
us to remind potential G8 competi- 
tors, Atlantics in particular, that 
both Shellsport Championship races 
over Easter (Oulton Park, April 
15/16 and Brands Hatch, April 
18/19) carry £9400 prize funds. 


Super Vee gold for Persson 


Sweden's Kennerth Persson won the 
saree | round of the European 
Super Vee Gold Cu championship 
at Nurburgring last Sunday. Driving 
this Meray Motors Kaimann, and no 
longer part of the works team, 
Persson secured pole position (on a 
dry track) and won the (soaking wet) 
race by 6s from Finn Keijo Rosberg, 
who was having a one-off warm-up 
race in a works Bosch Kaimann 
before this weekend’s Hockenheim 
F2race. 

Third was local driver Josef Kauf- 
mann driving the ex-Trint ATS Lola 
who initially shared the front row 
with Persson. The remaining top six 

laces where taken by Dieter Engel’s 

aimann, Peter Scharmann’s brand 
new F2-like ToJ and John Morrison 
in his Votex-sponsored Lola T326. 
The only other British driver to 
make the trip was Bruce Venn who 
brought his Elden home in an en- 
couraging 11th place. 


Kennerth Persson — wet win. 


This is the Formula 1 paddock at Long Beach. Spectators were allowed to sit 
above the cars in a giant astrodome and watch the teams at work. Questions 
could be asked via a roving microphone. 


paddock | 


hain 


® Tony Dron’s Unipart F3 March 
763 may well turn up at Silverstone 
this weekend with a Holbay- 
prepared Dolomite Sprint engine and 
not a Denny Rowland unit. 


@ Outthis week isthe latest edition of 
the John Player Motorsport Year- 
book (edited by Barrie Gill, pub- 
lished by Queen Anne Press, price 
£2.95). As usual it’s packed with 
information on all spheres of motor 
sport as well as profiles and details 
of all the world’s leading drivers. As 
well as Doug Nye’s tremendous 
Grand Prix statistical surveys on 
the history of Grand Prix racing 
there’s also an article covering the 
past 80 years of motor sport. 


© Top FF2000 runner Tiff Needell 
won't be driving the Anson F3 car at 
Silverstone this weekend, 
Apparently Neil Brown hasn’t been 
able to build up a Triumph Dolomite 
Sprint engine in time. 


e Following Riccardo Patrese’s ~ 
formance at the Nurburgring last 
weekend. Chevron Cars received four 
orders for their B84 F3 on Monday 
from Germany. 


CATCHPOLE 


By Barry Foley 


TELL ME, HOW DOYOU UKE THE BRIGHT NEW, EXCITING, é 
GETTER VALUE , MORE EXPENSIVE, RESTYLED‘AUTOSPORT 
THEN , MAD DOG ? 


© Autosport 1976 


AUTOSPORT, APRIL 8, 1976 


a 


ITS BIGGER. 


Reinhold Joest brings his Porsche through the murk to take the flag. Inset: on the rostrum, Bross, Kelleners, Joest, Hezemans, Schenken. 


NURBURGRING 300 KMS 


Patrick’s present to Porsche 


Story and photos by JEFF HUTCHINSON 


Thanks to Patrick Depailler, Porsche scored the first 20 points in this year’s World 
Championship of Sports Cars, the opening round held at a very wet and foggy Nurburgring 
last Sunday. The two beautifully turned out Elf-backed Alpine Renault A442 Turbos of 
Jean-Pierre Jabouille and Patrick Depailler looked certain favourites for victory, running 
against little opposition other than the works Martini-backed new Porsche 936 prototype, 
which Rolf Stommelen had to drive really hard to get on to the front row of the grid in 
practice. Everything looked sunny for the French team, but within minutes of the flag 
dropping Gerard Larrousse’s face and those of his team were looking bleaker than the sky 
above them. ; ; 

Their hopes had been suddenly shattered by an unforgivable error of their number one 
driver Patrick Depailler minutes after the start. He foolishly tried to race his team-mate into 
the second corner and spun, totally destroying his own car and badly damaging Jabouille’s 
car which got caught up in the accident. 

This handed the race to Porsche on a plate, for it was Stommelen who then pulled away 
into a healthy lead with the trusty Porsche 908/3 of Jost bringing up second place, in reserve 
in case things went wrong. They did. 

Stommelen’s lead disappeared at half distance, when he was forced to stop at the pits and 
then finish the race slowly because of a sticking throttle, soit was Joest who came through to 
seore a well deserved and surprise win for the Porsche marque. 

The slippery conditions suited the GT turbo Carreras that were combined with this race, 
Toine Hezemans taking second place in the Loos car, although he was not classified in the 
overall points standings as he was running a G4 car, like all the rest. In third place, the first 
2litre car home, was Helmut Bross, who drove a strong race in his BMW-powered Lola T292, 
while Stommelen came home an eventual third in class and fifth overall behind the second 
placed GT car of Helmut Kelleners. 

Only 22 cars started this race, which is normally one of the best supported of the year. Of 
those, only 14 were classified as finishers. 
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ENTRY & PRACTICE 


World Championship sports car racing got off t 
as shakey a start at the Nurburgring over tl 
weekend as its Silouhette opposition, when 
reasonable 42-car expected entry saw a po 
actual entry of just 24 cars. The Nurburgring 
always one of the most popular events in th 
sports car racing man’s calendar, and such a ba 
entry for this race does not bode well for tl 
future of the Championship. Admittedly, thei 
were outside influences which affected this parti 
ular race, but even so, they could hardly | 
blamed entirely for the poor outlook. 

The outside influences were, of course, tl 
overning body of motor sport whose distin) 
feck of foresight is responsible for the gener 
decline in sports car racing over the past fe 
years. More directly, the inspired planning of 
clashing Silouhette race at Vallelunga the san 
week-end as the Nurburgring reduced tl 
European GT entry at this race to just 6 G4 cai 


| world sports car 


championship 
Round 1 
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all Porsche turbos, which were combined with the 
G6 prototypes, although not eligible for points or 
the money. 

Of the 36 Ls 3- and 2-litre G6 entries, only 
19 turned up. Indecision about the wheel width 
regulations (originally 16ins overall, then altered 
to 16ins rim width, but then returned to the 
original 16ins overall just a couple of weeks before 
the event) meant that some teams were unable to 
get wheels made in time. Alpine-Renault were run- 
ning 16ins rims with their Michelin tyres con- 
siderably wider than that figure, a situation which 
was impossible to resolve in time for the race, so 
for this race only they were allowed to run with a 
Wider overall width than 16ins. Other teams were 
running the narrower rims which put them at a 
considerable disadvantage which helped start the 
weekend with discontent. A walk around the 

addock or a vantage point around the track did 
ittle to encourage the spectators eit her. 

There were only three works cars, the two 
turbocharged Alpines and the very last minute 
turbocharged Porsche 936 project. Supporting 
these were a handful of good to indifferent private 
entries, whose chances of ever getting close to the 
works cars were nil. Even for the Porsche team, 
the task of winning looked ominous, for the 
Alpines looked like they were out to win, and as 
soon as practice eearted it became a foregone con- 
clusion that they would, if mechanical problems 
or the like did not upset their plans, that is. 

The two .Alpine-Renault A442s entered for 
Patrick Depaice and Jean-Pierre Jobouille were 
the same chassis the team had ended last season 
with, but since then they have been rebuilt so 
they no longer look like the experimental cars 
they were in 1975. Everything was immaculately 
beopared and gleaming from hours of polishing, 
while the parts of the turbo system which had 
been hurriedly fabricated last year were now pro- 
perly made, like cast intake manifolds and a 
glistening new aluminium radiator for the air cool- 
ing on the induction side. The only major modifi- 
cation was the increase in the depth of the mono- 
goque sides to allow for the additional 40 litres of 
fuel now allowed in the 160 litre regulations, plus 
some minor body work aerodynamic changes. 

Alpine had been testing their two cars since the 
previous Tuesday, so when it came to practice, it 
was virtually a formality. Depailler took a com- 
fortable pole position with a best time of 7m 16.9s 
the first day, while Jabouille did a 7m 22.0s. 

Because of the clashing G5 race, Rolf 
Stommelen was phe the job of driving the 
Porsche 936, which looked very much what it was 
— an experiment. At a very late stage in the 
season Porsche had decided to build a G6 car to 
run in conjunction with their G5 programme, and 
under the direction of Porsche Cam-Am man 
Helmut Flegl a “bitsa” was born almost over- 
night. “I went around the Porsche stores iaving 
bits off the shelves to build this car,” explaine 
Flegl. “It has a Porsche 917 Coupé gearbox, Can- 


Am car brakes, various suspension parts and any- 
thing else that we could use off our previous 
sports cars. About the only things that have been 
specially made are the body-work, fuel cells and 
chassis.” 

The car runs the 2.14 litre turbo engines used in 
the original Carrera prototype and Reinhold 
Jost and others — and agnor dies to Fleg]l is right 
on the 700 kilo — limit. By virtue of its long 
bodywork, the car looks huge instead of just big, 
which it is anyway, for the wheelbase is only 4cms 
less than the Can-Am Porsche 917/30. 

During the first day’s practice Stommelen was 
having big handling problems, The narrow rear 
Hoy oversteering it badly, getting too hot and 
then oversteering even more. For the second day, 
Porsche fitted some wider 16ins rims and that 
cured the problem, Stommelen lapping almost 12 
seconds quicker to take second place on the grid 
aheadofJabouille. ~ 

The Alpine team seemed little concerned that 
the Heeaehe had split their cars, in fact, neither 
Alpine went quicker than their Friday times, for 
they had spent the entire Saturday 90 minutes 
session on full tanks. Jabouille had also been 
delayed for a time when he stopped out the track 
with a loose coil connection. Fourth fastest was 
Reinhold Jost’s familiar Porsche 908/3 — starting 
off yet another season with new style bodywork. 
He set a 7m 33.9s after arriving only in time for 
Saturday's practice the delay being a wait for new 
fuel cells. Fifth fastest car was a 2 Titre sports car, 
a Lola T292-BMW driven very well by local ace 
Helmut Bross. His time of 7m 52.48 was a good 2- 
litre time, but not that exceptional, which reflects 
the standard and the state of readiness of the cars 
behind him on the grid, several of which should 
have been much quicker. 

Sixth place went to the attractively turned out 
new March DFV-76S being driven at this race by 
Guy Edwards, who obtained the Ultramar petrol 
pecatng for the team, which he shares with John 
Lepp. The car, based on last year’s 2-litre chassis, 
with Fl March running gear from the monocoque 
back, is Potente a front runner, but was in need 
of considerable testing before it would get there. 
“We are itevally rensing the car for the first time’ 
here,” said Guy Edwards, “and as youcan imagine, 
most of our time has been taken up getting things 
to work right and not trying for a fast time.” His 
best in the few flying laps, interrupted by a fuel 
feed problem, was a 7m 53.2s, a time which he 
haoet would be considerably quicker by the end 
of the race, Next came the only 5-litre Stock-block 
in the race — German Peter Hoffmann in the ex- 
Kelleners McLaren M8F which he lapped in 
8m 15.0s, 

Next to the McLaren on the grid was Toine 
Hezemans in the first of the two Porsche turbo 
Carreras entered by George Loos. Hezemans best 
was an 8m 21.1s, but he found the narrow GT G4 
wheel width regulations he was running not very 
conducive to happy handling with all that extra 


Look out, there's a Patrick about: racing his team-mate, Depailler destroyed his own Alpine (above) and 
badly damaged Jabouille’s. 
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Stommelen Depailler 

Porsche turbo 936 Alpine-Renault turbo A442 
7m 19.1s 7m 16.9s 

Jost Jabouille 

Porsche 908/3 turbo Alpine-Renault A442 
7m 33.9s 7m 22.0s 

Edwards Bross 

March-DFV 76S Lola-BMW T294 

7m 53.2s 7m 47.7s 

Hezemans . Hoffman 

Porsche Carrera Turbo McLaren M8F 

8m 17.1s 8m 15.0s 

Kelleners Stenzel 

Porsche Carrera Turbo Porsche Carrera Turbo 
8m 21.1s 8m 19.6s 

Zanuso Bertrams 
Chevron-DFV B31 * Porsche Carrera Turbo 
8m 28.3s 8m 25.8s 

Sterzel Bracey/Birchenough 
March-BMW 75S Lola FVC-1290 

8m 37.0s 8m 35.6s 

“Pam” /Capoteri McLaren 

Lola DFV-T390 Chevron-FVC B31 

8m 43.0s 8m 38.7s 

Charnell Harrower/Down 
Chevron-FVC B31 Lola FVC-T290 

8m 44.9s 8m 43.4s 

Egermann Sindel 

KMW Porsche SP30 PorscheCarrera Turbo 
9m 10.8s 8m 53.9s 

Walter Dombrowski 

Toj-BMW 003 Rex-BDG 

9m 22.5s 9m 19.3s 

Schenken Hild 

Porsche Turbo Carrera KMW-Porsche SP30 
No time 9m 25.0s 

*DNS 


turbo power. Jagermeister team driver Reinhardt 
Stenral came next in his Turbo Carrera with a 
best of 8m 19.6s, while next to him on the grid 
should have been Clemens Schickentanz in 
the second Loos car. Schickentanz set a best of 
8m 27.1s, the first day, but suffered a bad road 
accident Friday night and was unfit to race on 
Saturday. He crashed a borrowed Porsche turbo 
road car and was taken to hospital with facial 
cuts, broken nose and a leg injury, while his wife 
suffered similar injuries. 

Tim Schenken rushed out from England on 
Saturday afternoon and managed just one un- 
official lap to qualify for the race. The car was put 
to the back of the grid naturally, and tenth place 
on the grid went to Helmut Kelleners in the 
second Jagermeister turbo Carrera. 

The fifth turbo Carrera in the race, the private 
entry of Hartwig Bertrams, headed the sixth row, 
with a space alongside which should have been 
claimed the Chevron-DFV B31 of Martin 
Raymond/Manrico Zanuso. This was Raymond's 
1975 2-litre Chevron B26 which had been conver- 
ted over the winter to take a DF'V engine. Unfort- 
unately the car’s practice was limited to just one 
lap when Zanuso had a connecting rod pop out the 
side of the ex-Maki F1 racing engine. They had no’ 
spare so that was that, while closer inspection of 
the engine once it was out of the chassis revealed 
that the crank-shaft oil seal had been put in the 
wrong way round! 

The next row was headed by the first of two 
nicely turned out Lola T290s entered by Lloyds 
insurance with the Dorset Racing Association. 
The cars had been considerably modified by the 
team in a bid to improve the top speed, which they 
had pearngne to do quite successfully without any 
upset to the general handling. A blunt nose T280 
nose section was fitted to the front and the big 
T280 rear wing normally fitted to the Lola was 
changed for a smaller one mounted on two alloy’ 
supports from the rear subframe. Ian Bracey and 
Tony Birchenough were sharing one car, wi the 
second car was being shared by Ian 
Harrower/Richard Down. 

Sharing the seventh row with Bracey was the 
Italian entered March-BMW 75S of Stanislav 
Sterzel with the second Lloyds Lola back on the 
ninth row, after oil pressure problems turned out 
to be nothing more than a faulty gauge. The Iain 
McLaren Chevron-Hart B31 came next, and 
alongside them was the Brescia Corse entered 
Lola-DFV T390 of “Pam’’ and the car’s owner, 
Marco Capoferri. It was ‘“‘Pam’s” first race at the 
’Ring since 1969 and Capoferri’s first ever race 
here, so both were getting used to the track as 
well as the car. The car was still running it’s 
unique original suspension .. . other than that — 
they had just a misfire problem. The team were 
still very much saporced, for this race, “which is 
only a test session for us, Monza is the race where 
the car should really be going well,” said 
Capoferri. 

Next to Harrower on the ninth row was a 
Charnell, driving the ex-KVG Chevron B31 whic 
he had.fitted with a 1930 FVC engine instead of a 
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Hart. He was not too happy with the car, “At the 
moment it’s not handling as well as my old B26 
chassis,” he said, but hoped things would be 
better for the race after checking all the 
geometry. 

Erbhard Sindel’s Porsche Turbo headed the 
tenth row while the old Sports Car Team of 
Austria KMW-Porsche SP30 came next with 
Gunter St Egermann at the wheel. Norbert 
Dombrowski headed the next row in the Rex- 
BDG special, Ralf Walter alongside in his pavae 
TOJ-BMW 003. Final qualifier was Kurt Hild in 
the second of the two Austrian entered Carrera 
powered KMW SP30s. The last four cars on the 
grid all set times well over 9 minutes — which tells 
its own story. 


RACE 


By the time the supporting races had finished, the 
Nurburgring was wilting under a heavy cloud of 
fog and rain that welcomed the sports cars on to 
the grid for the final race of the day. The field 
were given 15 minutes to get used to the wet con- 
ditions and by the time they set off for the 
warming up lap ready for the rolling start, the 
race was almost an hour late. 

Missing from the grid was the Zanuso Chevron 
as expected, but also the Italian Lola T390, which 
after their troubled practice, they decided not to 
start. 

As the flag fell, it was Stommelen who made the 
best start and led the two Alpines into South 
Curve, but by the time they accelerated back 
along the straight to North Curve behind the pits, 
the Alpines had both shot by the Martini Porsche. 
Then came what must be the most incredibly 
stupid action that ever occurred in a long distance 
sports car race. 

Depailler left his braking to the very last 
minute in order to get ahead of Jabouille, then 
suddenly realised he was going much too fast to 
get around the corner. He haa no choice but to 
spin, which he did, and which in turn caused 

abouille to spin as well. Both cars skated around 
the slippery track, Depailler’s launching itself off 
the barrier several metres into the air before 
crashing back on its wheels a total wreck! 
Jabouille’s also hit the rail, destroying its rear 
body section and damaging the rear suspension. 

Both the Alpines were out! A furious Larrousse 
was almost speechless, Jabouille could not believe 
it had happened and Depailler just kept saying, 
“C’est stupide, c’est stupide,” to nobody and 
everybody. What else could he say? 

Stommelen picked his way through the 
wreckage to take the lead and all of a sudden he 
was the man to beat. Joest was in second place, 
Edwards third, Hezemans fourth, Bross fifth and 
Kelleners sixth. 

As the car picked their way slowly around the 
rest of the treacherous track for the first time, 
they were careful not to make the same mistake 
asthe Alpines. Stommelen finished the first of the 
11 laps with a slender 6s lead over Joest, while 
these two were already way ahead of Edwards, 
who was being hard pressed by Hezemans and 
Bross. “It was incredible”, said Hezemans later, 
“T could go as quick as the March, even down the 
straight, and round the Karussell the March was 
bottoming so badly I pulled right alongside 
coming out of the banking.” 

Kelleners was also close behind Bross the end of 
the first lap, while the big McLaren was holding 
seventh place with Schenken (who had climbed 
right up from the back of the field) Stenzel and 
Bertrams filling the next places with their turbo 
Carreras. 

On lap two, Stommelen had opened up his lead 
by another 6s on Joest, while Hezemans and 
Bross were still Pressure Edwards for third 
place, this group fast falling back on Joest who 


Toine Hezemans brought the Loos G4 Porsche Carrera home into a fine second place. 
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Stommelen leads the two Alpines, which crashed 
seconds later. 


was now circulating all alone, gradually getting 


lost in the slowly thickening fog that was now 
down to around 50 metres at the South Curve and 
was the same at the far side of the circuit. “At 
‘Hohe Acht’ I braked 100 metres too early and 
had to accelerate again,’ said Hezemans. 

Driving fast around the ’Ring in good weather 
is frightening. To drive fast in fog must have been 
horrifying! It was only the thought of what it 
must have been like to drive in those conditions 
that made the race worth watching, for from the 
close racing point of view it had ended on the 
second corner. Edwards’ car developed a serious 
misfire, brought about by the rain, plus the fuel 
feed problem that it had been experiencing 
throughout pragtice. 

This let Hezemans, Bross and then Kelleners by 
during the third lap, Edwards eventually forced 
to stop the next time around in a bid to get the car 
back on all eight cylinders for the rest of the race. 
His chances of doing well were finally gone when 
the car stopped out on the circuit as the fuel 
pressure began to fluctuate and by this time 
Guy’s only battle was getting the car to the 
finish, which to his credit he eventually managed 
to do, albeit three laps behind the eventual winner 
after another stop. 

Early on, that person looked almost certain to 
be Stommelen, who was puns away at a steady 
rate from Joest, the gap having opened up to 32s 
by lap five. 

Once again the unexpected happened. 
Stommelen pulled into the pits to complain of a 
sticking throttle. The mechanics checked the 
slides and they worked okay. Another checked the 
pedal and that was okay. “It’s cured itself” they 
told Stommelen, who rushed out back into the 
race now down in second place, but within a few 
more turns the throttle was well and truly stuck 
open — probably because the cable had frayed 


inside. Stommelen did not stop again, but finished 
the rest of the race using the ignition switch to 
cut the throttle. It was all or nothing from the 
power department. Not an enviable position even 
after he turned down the boost, but even so he 
was still only losing around 25 seconds a lap to 
Joest and looked as though he might keep his 
second place. At the end of lap eight Joest was 
now holding a 1m 39s lead on the works Porsche, 
while Stommelen had been saved, for the time 
being, from attack by Hezemans who stopped on 
lap seven for more fuel, none of the G4 Turbo 
Carreras able to go the whole distance without a 
stop, unlike the G6 machinery. 

A spin on lap eight lost Stommelen almost a 
minute more and it was only a matter of time 
before Hezemans closed the gap to take second 
place: Bross would probably have been ahead of 

ezemans to take second place, as well as his 2- 
litre class lead, at this stage, but a quick 20s pit 
stop to cure a misfire cost him second place 
overall. 

Wher, thankfully, the chequered flag finally 
came out, it was still Joest who took a well- 
deserved win as one of the hardest trying German 
privateers, Hezemans taking second place and the 
GT class to the equal delight of Georg Loos. 
Bross was right behind Hezemans at the finish. 
But Hezemans said that it had been no problem to 
stay ahead with the extra power of the turbo 
down the straight. Bross was eventually awarded 
the valuable points and second place money 
anyhow, for the GT cars were not included in the 
overall results or World Championship points 
standings which is yet another reason why the 
World Championship sports car races are falling 
apart. 

Helmut Kelleners might have been up with this 
dice at the finish, but a spin dropped him a further 
20s behind Hezemans, although he still took 
fourth place overall, Stommelen managing to limp 
home a distant fifth at the finish to take third 
place in the G6 class. 

The next place would have gone to the Chevron 
of Tony Charnell, who had been battling with the 
March of Sterzel, but for the first time in the race 
he decided to try and find his pit signals through 
the fog and mist. “I was still looking when I sud- 
denly realised I had missed my Drake. point for 
North Curve. I tried to get around but the car just 
would not do anything, even spin,” he said, after 
climbing out unhurt from his badly damaged car 
which ended up sitting on top of the barrier much 
worse for wear. Sterzel took sixth place, while 
seventh went to Tim Schenken, who just failed to 
catch the March at the end of the race. 

The only other drivers to finish on the same lap 
were Stenzel in the second Jagermeister Carrera 
and the big McLaren of Hoffmann, which he 
drove slowly but surely to the finish. A lap down, 
Sindel came in tenth, then there was a big gap to 
the Rex of Dombrowski which came in eleventh 
having passed the KMW of Hild on the last lap. 

Thirteenth was Bertrams to make it 100% 
finishing record for the Turbo Porsches while the 
only other car classified as a finisher was the Ian 
Harrower Lola T290, which lost a lot of time after 
two pit stops, one to fix a leaking water pipe, anc 
then to add more water a lap later. Their team 
mates Bracey/Birchenough did not have such ¢ 
happy end to their race, which finished on lap nine 
when Bracey spun exiting the mini-Karussell anc 
badly stuffed the nose section against the bank 
fortunately without injury to himself. 

For Joest it was a good victory, even if he was < 
little lucky that all the faster cars ran int¢ 
trouble. He had been unable to see through ¢ 
misted visor early on in the race and was forced t¢ 
run with it up in order to see. That in itself, being 
blinded by the spray and wet mist, was enough t« 
earn him his winner’s laurels which put Porsche 
into the lead of the World Championship of sport: 
cars — much to everyone’s surprise. 

Although the weather and the first lap crash dic 
little to help turn this particular race into any 
thing very exciting, it would not have been mucl 
better had the conditions been favourable. Thi 
general feeling among everybody, the com 
petitors, Press and spectators alike, is that the 
CSI must do something about combining all th« 
various non-single seater races into one decen| 
series of races, or watch the whole lot sink intc 
oblivion. For ever and ever. Amen. 


ADAC-Goodyear 300kms 
World Championship Sports Cars, round 1 
Nurburgring, April Sth. 11 laps, 251.185kms 


1, Reinhold Joest (Porsche 908/3 T), 1h 44m 15.8s, 144.548kph, 
2, Toine Hezemans (orche Carrera Turbo G4), 1h 47m 24.9s; 
3, Helmut Bross (Lola-BMW 1292), 1h 47m 25.3s: 

4, Helmut Kelleners (Porsche Carrera Turbo G4), 1h 47m 44.0s; 
5, Rolf Stommelen (Porsche-Turbo 936), 1h 48m 6.2s; 

6, Stanislav Sterzel (March-BMW 75S), 1h 49m 13.1s; 

7, Tim Schenken orschg Carrera Turbo G4), 1h 49m 19.8s; ¢ 
Reinhardt Stenzel porsche Carrera Turbo G4), 1h 50m 1.2s; ‘ 
Harwle Bertrams (Porsche Carrera Turbo G4), 1h 50m 43.9s, 1¢ 
Peter Hoffmann (McLaren-Chevrolet M8F), 1h 51m 58.0s. 

Fastest lap: Stommelen, 9m 11.6s, 149.031 kph. 

World Championship points: 1, Porsche, 20; 2, Lola, 15; 3, Marct 
10; 4, McLaren, 8; 5, Rex, 6. 
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Conny Andersson’s March dives into the South Curve 


this quartet soon pulling well clear of the remaining runners. 


NURBURGRING F3 


Like wine, Andersson matures 


By CHRIS WITTY Photos by JEFF HUTCHINSON 


Using his expertise over the demanding Nurburgring to full advantage, the irrepressible 
Conny Andersson proved the master of the situation when he brought his March-Toyota 
home to a splendid victory in the first round of the new FIA-sanctioned European Formula 3 
Championship, which opened in the Eifel last weekend. The 37-year-old Swede, like good 
wine, seems to get better each year, and his expected win further shortened his odds as 
favourite to win the European title. 

However, it was not an altogether easy win, for Anderson was pushed extremely hard not 
only by German Bertram Schiifer in this BMW-powered Ralt, but also by the new Italian 
sensation, 21-year-old former World Karting Champion Riccardo Patrese. Patrese was 
having his first-ever F3 race in the Trivellato-entered Chevron B34, the first time this new 
model has appeared in public. Never having seen the circuit before, Patrese ended up third 
quickest in practice and, during Saturday’s separate German championship event, chased 
Andersson remorselessly, failing by 0.4sec to win. On the Sunday, along with Schdfer, he 
again pursued the Swede, taking the lead and beginning to pull clear before a sprinkling of 
rain out on the circuit conveyed the message that discretion was the better part of valour, an 
assertion not usually attributed to his nation. 

As the Chevron eased up, Schifer also used his *Ring knowledge to the full and closed on 
Andersson during the last lap. The Ralt pulled itself to within Andersson’s gearbox on the 
last corner, only to spin on the greasy surface as the German tried to out-accelerate the 
Swede to the flag. 

British interest was centred around Rupert Keegan who, having won all three British F3 
races to date, was naturally anxious to have a work-out against the top continental 


opposition. He remains unbeaten, simply because he became the innocent victim of a stupid 
start-line shunt; the BAF March was blatantly rammed from behind by another competitor, 
rendering Keegan, and several others, non-starters. 


ENTRY & PRACTICE 


Formula 3 in Britain has started this season at 
rather a low ebb, there only being a dozen or so 
starters at each race. But take heart. At the 
Nurburgring last weekend, there was an entry of 
no fewer than 70 cars. 

Heading the entry was Conny Andersson, a re- 
nowned Nurburgring specialist and Sweden’s top 
F3 driver, now that a certain Mr Nilsson has 
progressed upwards. Although entered by March 

ngineering, it was not in fact a works car but 
Conny’s unsponsored 753 from last year. He’d 
only finished updating it (fitting the new rear 
wing support and relocating the oil tank within 
the required main structure) the day before 

ractice, and arrived at the circuit overnight from 
weden covered in grime. 

Practice, which was initially overshadowed by 
the death of a young, little-known Swiss driver 
(see Pit & Paddock),was split into two sessions on 
Friday. Andersson ended up second quickest to 
local driver Rudi Doetsch, having the first outing 
in his brand new KWS Autotechnik March 763. 
Tyres seemed to be the main problem because, 
unlike in Britain. competitors are allowed to use 
Goodyear’s G53 compound, a slightly softer tyre 

than the harder-wearing G54. 
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Andersson initially ran a set of G53s, which the 
Goodyear tyre personnel thought preferable for 
the Ring. In two laps Andersson had ruined a set 
of rears in exactly the same way as British BP 
competitors encountered last season. He switched 
to G54s for the race, although other competitors, 
suffering from the same problems, had to stick 
with the G53s as the local Goodyear importer 
hadn’t many G54s. 

The lap record stood to Freddy Kottulinsky at 
8m 04.6s, set up last year in his Toj-Modus, and 
by the time practice had finished, half a dozen 
drivers were under it. But breaking into the 7m 
barrier remained elusive to allcomers throughout 
the weekend. ’ 

Finding Doetsch on pole may be a surprise to 
us, at the ‘Ring, knowledge can usually surpass 
bravery. Andersson probably would have made 
the pole but he holed his radiator in the second 
session and only ran for a couple of laps. 

Third quickest and perhaps the sensation of the 
meeting was Riccardo Patrese (see Pit & Paddock) 
driving the new Chevron B34 entered by the 
Italian Chevron importers Trivellato. Paul Owens 
of Chevron Cars was on hand to oversee the new 
combination and was delighted with the way 
things were going. 


me t, 
ties. hie +e 


chased by Bertram Schdfer’s Halt, Kiccardo Patrese’s Chevron and Gianfranco Brancatelli’s March, — 


Patrese had never seen the ’Ring before, and 
this was his first F3 race. “His first flying lap was 
an 8m 22s!” enthused Owens. The only problem 
encountered was tyre lamination (parts of the 
tread peeling off the carcass) on a set of G54s. A 
set of softer G53s were fitted for the race and 
fingers kept crossed. 

Now 40 years of age and starting Be 28rd 
season in motor racing (that includes bikes), the 
evergreen Ulf Svensson had acquired a brand new 
Ralt RT1 and, through his long association with 
Ralt designer Ron Tauranac (when at Brabham), 
the Swede had sold several of these neat-looking 
cars to fellow countrymen. Although he hadn’t 
tested the car beforehand (‘‘Because Sweden is 
still covered in snow”), Ulf used his circuit know- 
ledge to earn a respectable lap time. 

Another Italian going well, as to be be expected, 
was Gianfranco Brancatelli in his semi-works 
March 763. With Patrese going so well, the dimin- 
utive Italian was striving hard for good times. 
Perhaps a little too hard, for he spun exiting the 
Karussell and modified a rear corner pee, Be 
through the final session — “But I ‘ave done 
three-point-nine,” he exclaimed with glee. 

Having been quickest in the first session, the 
bearded Schafer dropped a little during the after- 
noon, but again, gained a oot placing (and the 
highest placed GmbH BMW engine) with his 
circuit knowledge. 

ike Svensson, fellow-Swede Clas Sigurdsson 
was another to have a new Ralt and he, too, was 
motoring pretty well. But Italian Gaudenzio 
Mantova blotted his copybook by inverting his 
March 753 in the second session and rendering 
himself a non-starter. 

Completing the fastest top ten was another 
Italian, Francesco Campaci, heviae his first F3 
race in the Everest-entered ex-Leoni March 743, 
plus Britain’s Rupert Keegan. 

Like several others, this was Rupert’s first visit 
to the Ring. He’d spent two days in the week 
doing the usual thing: learning the circuit in a 
road car. From this he concluded “This is a lot 
more like racing should be. As a circuit it has no 
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comparison, certainly from my (limited) race 
experience.” 

is first session, spent getting acclimatized to 
the dips and flicks, was interrupted by a sticking 
throttle slide and a G54 tyre laminating. The car 
was also well undergeared (by around 1000 revs), 
so Rupert hoped to improve later on. 

In fact, every one of the 44 cars (nearly all using 
Toyota Novamotors) which practised, bar three or 
four, improved during the afternoon. Keegan, b 
lowering the lip on his new Adrian Reynard- 
designed trick-wing, found the car “a lot more 
skittish.” Over-inflated tyres didn’t help to start 
with, either. Then, with everything running right 
and Rupert looking to move towards the 
record, his car ran out of fuel four miles from the 
pits. 

“As a circuit, you really get into it, although 
one mistake can screw up eight minutes’ work,” 
explained the young British driver. “There’s 
always something new, always something to 
learn. You find that you tend to anticipate certain 
parts of the track, whereas in other parts, there’s 
time to relax. In an F1 though, some parts must 
be horrifying!” 

Of the other notable runners, Swedish drivers 
Anders Olofsson and Gunnar Nordstrom headed 
the GRD/Van Diemen brigade. Olofsson, while 
waiting for delivery of his new Viking F3, was 
giving his venerable ex-Nordstrom GRD another 
outing. He missed the first pemesic’ when the 
input shaft on the gearbox broke, so his effort was 

the more creditable, especially as he was the 
first Ford runner. 

Nordstrom had a brand new Van Diemen (nee 
GRD) which he crashed during the first practice 
and spent right up until race day rebuilding. The 
Van Diemens were the subject of some controv- 
ersy because the oil tanks where mounted inside 
the monocoque wing structure and not within the 
main structure, as specified in the new FIA regu- 
lations. Four cars were allowed through before the 
German scrutineers queried Jac Nellemann’s car. 
After a discussion, the ruling was waived for this 
one race. _ 

‘As for Nellemann, the Dane was still feeling 
under the weather after a recent illness so his car 
was hired out to Swedish pop drummer Tommy 
Borgudd. Borgudd should have been driving one 
of Tore Helle’s new Swedish-built Viking F3s, but 
the porerepenenes team have had a parts 
problem in England and only the prototype car 
was on hand. This was entrusted to Swedish FSV 
star Ele Elgh,“‘because of his Ring experience.” 

It wasn’t to be a happy weekend for them, 
because Elgh suffered a  rertent: in the second 
session at Hatzenbach and removed a corner. The 
car was repaired in time for Saturday’s free-for-all 
German championship race. 

Apart from Keegan’s BAF March, the only 
other car to journey out from ee was the 
works Modus for Austrian Willi Siller. His low 
grid placing was due to fluctuating oil pressure in 
the first session and the oil pump drive shearin 
on the first lap of the second, near the Karussell. 
With only one engine, mechanic Colin Stewart, 
assisted by Novomotor’s John Pedrezani, 
fixed the bearings and reassembled the bottom 
end overnight. It was the beginning of a wasted 
weekend for them, also. 


PRELIMINARY RACE 


The opening round of the German F3 champion- 

ship took place on the Saturday and of the leading 

runners, only Keegan elected not to take part. 

“I'll wait at the first corner with a can of oil,” he 

a, hoping that the event would take its toll. 
tdi 


Andersson slotted his March into a lead which 
he never lost, although it was a close thing. 
Svensson had his pristine Ralt in pursuit, chased 
Gianfranco Brancatelli spins his March into the 
barrier. 
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by Doestch, Patrese, Brancatelli and Schafer, the 
pa having already been dropped after the first 


The second curcuit claimed Doestch and 
Svensson, both in separate incidents. Doestch 
was the first to go in spectacular fashion. Accord- 
ing to Schifer’s account, Doetsch refused to give 
way to Patrese’s challenge cresting the flat out of 
the Schwedenkruez left-hander soon after the 
Flugplatz; the KWS March flipped end-over-end 
into the catch fencing, and Doestch was removed 
to hospital for a check up. 

Less than a mile later Svensson slid off at the 
Adenau Forest, lightly damaging his car. He 
elected not to repair it for Sunday’s race. 

After all this, Patrese and Schafer closed in on 
Andersson, while Brancatelli dropped back after a 
spin, caused by a throttle return spring breaking; 
it was one of several anxious moments. As 
Schafer slipped back, Patrese made an effort and 
— right in to within 0.4sec on Andersson at 
the flag. 

Notable retirements were those of Elgh, whohad 
his front right hand suspension bottom-out 
through the flat-out Fuchsrohre, writing off three 
corners but emerging unscathed (and so did the 
tub!); and of Siller, who, having pulled up to 10th, 
knocked off a corner to give Us mechanic even 
more work. 


FEATURE RACE 


Under grey skies and with rain threaten- 
ing—unlike the previous day’s pleasant 
sunshine—the front rows of the huge F3 field were 
broken up by the empty places vacated by 
Doestch, Svensson and Mantova. Andersson, now 
all alone on the front row, was aware of Patrese 
lurking to his right, so he kept a tight formation 
while heading the rolling start. Wit Schafer and 
Keegan bunched up behind the Swede on one side 
and the Chevron and Brancatelli on the other, the 
scrabble into the South Curve looked interesting. 
Unfortunately Keegan didn’t make it, for 
Nordstrom, in his enthusiasm (although he claims 
he was pushed), rammed the back of Keegan’s 
March and flipped over the 4 of it. Several other 
cars were eliminated in the chaos, including that 
of Siller, who concluded one helluva basic 
weekend. 

As ‘engan walked dejectedly away, Nordstrom 
came under fire from the German officials. 
Reputedly, they told him that if he ever did that 
oaeta. he needn't come to race at the circuit in the 

ture. 


ampion who was making his F3 
upert Keegan (below) whose 


Meanwhile, Andersson kept his advantage into 
the first corner, but Patrese, Schafer and Branca- 
telli were all after him. Almost at once, this 
quartet detached itself from the rest. 

At the end of the first lap, Patrese and Schafer 
were right on the Swede’s tail, while Brancatelli 
had dropped back slightly. Then, already quite 
some way back, came Sigurdsson, Italian 
Guiseppe Bossoni, having his first F3 race in a 
new March 763, Doetsch’s KWS team-mate Marc 
Surer (BMW-powered 763), Campacci, and Swede 
Erkki Salminen (Ralt). Campacci was the only 
retirement from this group during the whole race, 
a fuel injection pipe splitting after just one lap. 
Brancatelli, having recorded the fastest lap on lap 
2 (well off Andersson’s new record set up the 
previoys day), spun on the following lap and 

nocked his wing askew coming onto the main 
straight at Dottinger-Héhe, the light spots of rain 
which were now falling making the track slippery. 

Patrese outbraked Andersson into the South 
Curve starting the third lap, and started to pull 
away. Then, as the track surface deteriorated, 
Andersson pulled him back in and slipped by 
before the Flugplatz. Schafer did the same a few 
kilometres further on as the Italian, very sensibly, 
decided to settle for a superb third place. 

Schiifer chased Andersson hard on that last lap, 
but spun while trying to outtumble the wily 
Swede on the run in to the flag. It had been a good 
race. 

ONS Formula 3 
Nurburgring — April 3 
German championship, round 1 
5 laps — 71.00 miles 


1 Seer fertersann (March-Novamotor Toyota 753), 40m 16.8s, 

.10kmh; 

2, Riccardo Patrese (Chevron-Novamotor Toyota B34), 40m L723; 

3, Bertram Schafer (Ralt-GmbH BMW RT1), 40m 32.0s; 

is ae Brancatelli (March-Novamotor Toyota 763), 40m 
Bs; 

5, Clas Sigurdsson (Ralt-Novamotor Toyota RT1), 40m 59.3s; 

6, Francesco Campaci (March-Novamotor Toyota 743), 41m 00.4s. 
Fastest lap: Andersson, 8m 00.6s, 171.00kmh (record). 


Europameisterschaft 
Nurburgring — April 4 
European championship — round 1 

5 laps — 71.00 miles 
1, Conny Andersson (March-Novamotor Toyota 753), 42m 01.7s, 
162.997kmh; - 
2, Bertram Schafer (Ralt-GmbH BMW RT1), 42m 13.9s; 
3, Riccardo Patrese em vet tan ed oyota B34), 42m 24.8s; 
4, Clas Sigurdsson (Ralt-Novamotor Toyota RT1), 42m 45.9s; 
5, Marc Surer (March-GmbH BMW 763), 42m 46.6s; 
6, Guiseppe Bossoni (March-Novamotor Toyota 763), 43m 37.0s; 

7, Erkki Salminen (Ralt-Novamotor Toyota RT1), 44m 26.1s; 8, 
Severo Zampati (March-Novamotor Toyota 743), 44m 37.8s; 9, 
Werner Fischer (URD-Novamotor Toyota 376), 44m 39.2s; 10, 
Andrea Morell (March-Novamotor Toyota 743), 44m 42.2s. 

Fastest lap: Gianfranco Brancatelli (March-Novamotor Toyota 
763), 8m 03.4s, 170.057kmh. 
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ALDO SCRIBANTE 


Surprise win 
for Klomfass 


Roy Komfass scored a well deserved, although 
surprise victory in his much revised Ralt, taking 
the flag some 23 seconds ahead of Ian Scheckter’s 
March, and with it the lap record, in the third 
round of Phillips Car Sound South African 
Atlantic series at Aldo Scribante on March 27. 

The victory was a welcome one indeed for Team 
Gunston, one which came after two solid weeks of 
day and night work on the Ralt by Eddie Pinto 
and Ken Gillibrand during which several modi- 
fications were made to improve the car’s handling 
and ability to get the power onto the road. 

The race took place on the new and interesting 
Aldo Scibante circuit near Port Elizabeth. This 
rather tight circuit really seemed ideal for inter- 
esting racing although somewhat lacking in facili- 
ties at this early stage in its life. 


ENTRY 


Dave Charlton headed the entry list with his 
Lucky Strike Modus M3 powered by a Nicholson 
engine. Next up was the South Coast Motors 
Chevron B34 of Tony Martin also powered by a 
Nicholson motor. Both these cars were unchanged 
since their last appearance in Welkom. The 
Benson and Hedges/Alex Blignaut Wheatcroft 
arrived with several aerodynamic tweaks 
apparent on the various noses available for the 
car; three variants were tried during practice. 
Power was from a Nicholson engine. 

Evidence of close co-operation between Ian 
Scheckter’s Lexington Racing operation (March 
76B) and March Engineering was the availability 
of the latest Formula one type nose piece and 
wing as used by Vittorio Brambilla at the South 
African GP. Scheckter had previously en- 
countered a problem with the Atlantic type nose 
which proved to be very effective but a little 
weak. R further tweak was the addition of angled 
lexan vanes under the monocoque, these had been 
tried briefly at Welkom earlier in the year but had 
later been removed. They now became a 
permepent feature. Power in this case was by 
Swindon. 

‘Most altered car in the field since its 
appearance at Welkom was the Team Gunston 
Ralt of Roy Klomfass. After minor modifications 
being tried at Welkom were found to be successful 
Ed Pinto realised that he was on the right track to 
get the desired performance. After discussions 
with Klomfass and Ken Gillibrand, who owns a 
specialised engineering shop near Kyalami, it was 
decided to further change the suspension geo- 
metry. At the rear the lower radius rod and wish- 
bone were discarded in favour of a Z shaped 
double wishbone set up with the rearmost link 
running from the rear of the original reversed 
wishbone to a mounting point on the gearbox sub- 
frame. This system is remarkably similar to 
the geometry employed at the rear of the March 
721 and is reputed to give no bump steer. At the 
front end the roll centres were altered by machin- 
ing the lower part of the upright away and adding 
a section to the top of the upright. Further modi- 
fication at the front end was the addition of a 
bracket with variable mounting points for the 
upper shock absorber/spring pick up point. Also 
new were horizontal aluminium extensions along 
the sides of the monocoque with lexan skirts 
attached vertically at the outer extremity. In the 
transmission department drag had been reduced 
in the gearbox by the addition of an electric circu- 
latory oil pump replacing the normal splash feed. 
Power was by a Swindon Engine. 

Team Domingo arrived in Port Elizabeth with 
three Nicholson powered cars; the new Modus M3 
for Mike Domingo, and the two ex-Lexington 
Racing Chevron B25s for Joe Domingo and young 
brother Alan, the latter having his first race in 
Formula Atlantic. In the hands of Len Booysen 
was the Golden Flow/Kenitex Chevron B29. This 
being the Chevron development car from last 
year. Up to now Booysen had been battling with 
cronic understeer; in an effort to alleviate this the 
rear roll centre had been raised by making use of 
the adjustable pick up points which are a feature 
of this car. Power in this case was provided by a 
Cosworth motor borrowed from Fd Pinto. John 
Gibb’s Team MUM for Men ex-Gunnar Nilsson 
Chevron B29 was unaltered from its earlier 
appearances bar the welcome addition of Pioneer: 

i Fi sponsorship. 

The Wrangler Jeans Chevron B34 of Basil von 
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Roy Klomfass took his Ralt toa fine victory over Ian Scheckter by a third of a lap. 


Rooyen was another car to have undergone exten- 
sive modification during the break between the 
Welkom race and this event. These basically were 
relocations of accessories, and the adoption of 
Surtees TS19 type twin front radiators. 

Last up on the entry list was the Chevron B25 
of Mike Fogg. This Swindon powered car being 
the ex-Tony Martin car as usa by him last year, 
and sponsored by Reid-Robertson, a local con- 
struction company. 


_ PRACTICE 


Unofficial practice was allowed on the Thursda 
and Friday morning preceding the race with 
official practice taking place on Friday afternoon. 

Whereas the Friday morning unofficial session 
had been wet it was dry for the afternoon official 
session and all entrants had managed to get their 
‘cars in running order by the time that the cars 
were allowed out on to the circuit. 

First casualty of the session was Dave Charlton 
who called at his pit very early in the session 
saying that the motor seemed only to be running 
on three cylinders; coming out of the oil breather 
bottle was a great puffing stream of white smoke 
indicating a suspected holed piston. Further 
examination showed a broken plug to be the 
cause. 

Meanwhile the rest of the field settled down to 
the business of setting up some quick times. Ian 
Scheckter was setting the pace as he quickly got 
below the 1m 1s barrier ana. eventually succeeded 
in breaking the one minute mark. It was during 
this last effort that he went off the track at BP 
bend. In fact he merely put one half of the car over 
the newly constructed curbs, but the car sank 
down on the left side in the fresh soil and the 
centre of the monocoque was ripped from front to 
rear on the raised curb. Nevertheless, his 59.75s 
gave him pole. 

Tony Martin meanwhile had really got the bit 
between his teeth and was fast approaching the 
magic one minute mark and he ended with an 
excellent 59.98s. 

Also smiling at this point were the men of Team 
Gunston who were at last seeing some return for 
their efforts this year. For once it seemed that 
Roy Klomfass might be competitive. He spent 
most of the session lapping below the 1m 1s 
mark and just failed to break the one minute 
barrier, with 60.68s. He was, nevertheless, a lot 
happier than he had been up to now, seeming to be 
quietly confident of a reasonable finish in the 
following day’s race. 

For most of the competitors practice was a 

quiet affair with not much happening and no real 
fireworks in the lower half of the field. The 
starting grid read as follows: 
Scheckter, 59.75s; Martin, 59.98s; Klomfass, 1m0.68s; Nieman, 1m 
1.24s; Van Rooyen, 1m 1.62s; L. Booysen, 1m 3.67s; Domingo, 1m 
3.94s; Fogg, 1m 6.25s; Domingo, 1m 7.7s; Domingo, 1m 12.87s. 
Sharing the last row without having recorded official times were 
Dave Charlton and John Gibb. 

A short unofficial session was allowed before 
the race and it was during this that Scheckter 
found, not surprisingly, that his hastily repaired 
car was not quite as good as the day before. 
Charlton, on the other hand, seemed happy with 
the performance of his Modus and put in some 
really quick lap times. 


RACE 


The cars were allowed two warm up laps and they 
all came around cleanly with the exception of 
Tony Martin, who appeared to be having a 
problem with a rough sounding motor. The start 
was delayed for a couple of minutes as mechanics 


tried to solve the electrical problem but success 
eluded them and the field moved up without him. 

Predictably Ian Scheckter moved into the lead 
at the start, but it was good to see Roy Klomfass 
move into second spot right behind him. By the 
time the cars reached the end of the short straight 
Dave Charlton had moved into sixth spot and 
seemed intent on showing that he has lost none of 
his fire. Round Hunt’s hairpin (named after the 
local GM dealer not James) Riomfaee was reason- 
ably close to Scheckter and they appeared to be 
drawing away from the rest of the field. It was 
here that the race had its first retirement as Joe 
Domingo’s engine went dead. 

By lap two Charlton was in third place, having 
made a real demon charge through the field pass- 
ing cars where most people thought it impossible 
to pass. It was rumoured that Dave was giving 
vent to his frustrations of the weekend, one of 
which had been a hefty speeding fine at the 
entrance to the circuit where the ‘ipcel constab- 
ulary had set up a speed trap for unsuspecting 
boy racers on their way to the motor races. 
Charlton was really putting everything into this 
drive and enjoying it immensely. 

Lap three saw Charlton off the road momen- 
tarily at the hairpin and losing third place to 
Nieman, who was involved in a close race with van 
Rooyen. At this stage it seemed that Klomfass 
was closing on Scheckter who certainly seemed 
under pressure. 

The two leaders continued their furious pace, 
inches apart, pulling out as much as two seconds a 
lap onthe rest of the field at some stages. Through 
the faster sweeps Scheckter appeared to have an 
advantage on Klomfass, it was however the other 
way around through the slower sections as the 
March just could not get the power down cleanly. 

It was at just one of these fast sweeps, Chev 
Sweep, that Scheckter lost it on lap eight and 
Klomfass moved into the lead. A lap later 
Charlton, now back in third place, was seen to 
slow at the same corner, a rod coming up for some 
fresh air. This was a great pity for it looked as if 
he might have been able to catch the leaders at 
one stage. Scheckter went wide at the Esses on 
the same lap and after that there was no way he 
was going to catch Klomfass who was driving like 
never before. 

Interest now shifted further down the field 
where Nieman had spun away his third place to 
van Rooyen but seemed to be making it up again, 
eventually getting through on lap 27. Nieman 
then really got into the groove and seemed to be 

aining confidence with each lap. By this stage 
the race had lost Booysen who had dropped out 
when the studs that hold the gearbox to the bell 
housing pulled out. 

Another driver who seemed really to be 
enjoying himself was John Gibb who up to now 
had been finding single seaters somewhat differ- 
ent to saloons. Towards the end of the race he 
really came to grips with his Chevron and after 
letting Klomfass through to lap him managed to 
hang on for quite some time without losing too 
much ground. The last ten laps of the 50 lap event 
were rather processional with most of the 
contests down the field being resolved. 


ALLAN TRIM 


Aldo Scribante, Port Elizabeth 
Phillips Car Sound Atlantic series round 3 
March 27. 50laps 

1, Roy Klomfass (Ralt-Swindon RT2), 51m 31.68s; 2, lan Scheckter 
March-Swindon 76A), 51m 54.25s; 3, Nols Nieman (Wheatcroft 

icholson R18), 52m 26.11s; 4, Basil van Rooyen (Chevron Swindon 
B34), 49 laps; 5, John Gibb (phe vigreenieoe B29), 49; 6, Mike 
Domingo . (Modus-Nicholson M3), 47: 7, Mike Foge (Chevron 
Swindon B25), 45 

Fastest lap: Klomfass, 1m 0.0s 
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Another success for Team Avon Tyres, and a well-deserved win for the 


= at 


talented Russell Close in his DAD prepared, Motor Centre G2 RS1800. 


Success at last for Close 


Last Sunday’s ShellSport/Evening 
News Tour of Cumbria was won in 
convincing style by Russell Close 
from Fred Almond and Pip Dale. 
Organised by the Cumbria Motor- 
sport Group, this rally, which 
boasted some 50 miles of stages in 
the Lake District and southern Scot- 
land, was, on account of sponsorship 
clashes, not a counter in principal 
rally championships. Nevertheless it 
won a praise last year from the 
BTRDA, and once again apparently 
reached a high standard. 

Russell led from start to finish in 
his immaculate Motor Centre sup- 
ported G2 RS1800 and at last 
enjoyed a trouble free run after the 
Gi disappointments of last year, 
while other principal favourites fell 
by the wayside. Alan Arneil was ex- 
pected to go well and he was lying 
third when on the way out of the first 
Greystrokes stage during the 
morning, he had a halfshaft break. 


He stopped to change it and in conse- 
pens arrived at the lunch halt just 
three minutes inside his maximum 
lateness allowance. Alan’s troubles 
had still not deserted him however, 
for during the afternnoon he was 
finally sidelined by a blown cylinder 
head gasket. 

Gavin Waugh in the White Horse 
Avenger also had his problems and 
arrived at lunch with only first and 
fourth gears remaining operative. A 
gearbox change cured these ills but 
in the afternoon, an error at Wythop 
2, karl. g which a wrong time was 
accepted and written in on his time 
card, cost him dear, and dropped him 
out of contention. 


Results: 1, Russell Close/John Dolan (RS1800), 
2, Fred Almond/Chris Walker (Escort eh s,, Rip 
Dale/Richard Stark (Vuaxhall eg 4. Robin 
Murray/Stuart Turnbull (Vauxha | Magnum); 5, 
Mike Telford/John Taylor (Avenger GT); 6, Darryl 
Weidner/Colin Salkeld sie re 7, Mike 
Gilligan/Roy Palmer (RS2000); 8, ‘Yuk’ Hodgson/A. 
Smith (Escort TC). 


Inflation in the forests 


And now the bad news... the RAC 
this week received a letter of intent 
from the Forestry Commission with 
regard to increasing forestry ~— 
(again!) from September 1. The 
increase, would you believe, is in the 
region of a modest 50 percent, taking 
the price of forestry land, for the use 
of, (rallies), from 26p to 36/40p per 
car mile! 

A spokesman commented drily: 
“I’ye heard of inflation but this 


ridiculous...” certainly a word in 
the ear of the Price Commission 
would not seem to be a totally un- 
reasonable suggestion and in the end 
it may come down to a banner- 
waving demonstration outside the 
Forestry’s HQ in Edinburgh. Clearly 
the RAC view the'latest projected 
increases in the gravest possible 
light, and this week’s news will 
certainly be the catalyst for some 
protracted negotiations over the 
coming months. 


Looking very smart last weekend (with 
groom Dave Richards and Karen Danahur outside Chris 
Street, London after their wedding. Leyland supplied a rally TR7 to transport 


the happy couple to the Kennel Club reception. 
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Chrysler 
withdrawal 


best man Tony Pond) were Bride- 
t Church, Down 


Just as we went to press last 
Tuesday, Chrysler Competitions in- 
formed us that they had withdrawn 
their entry from the Circuit of 
Ireland which starts next Friday 
from Bangor. It was stressed by a 
Chrysler spokesman that the with- 
drawal was in no way connected with 
a failure in preparation of the car, or 
as a result of a decision taken by the 
driver, Chris Sclater. The decision 
was in fact taken purely on political 
grounds and comes about at this late 
stage as a result of a team member's 
recent brush with terrorist activities 
in London. Following his harrowing 
experiences, there have been mis- 
givings expressed among other team 
members, and Chrysler naturally feel 
unwilling to order members of their 
close-knit and professional team into 
a potential situation which some 
members regard with disquiet. This 
is sad news indeed for the Circuit of 
Ireland organisers, who now have a 
decidedly sparse British contingent 
competing. 


Flag’s new 
mobile jig 


Graham Warner has _ recently 
bought two more Lancia Stratos, 
albeit in better condition than the 
broken one which is currently 
lurking at the Chequered Flag’s 
Chiswick remises. Before 
organisers rush to their telephones 
however, let it be said that these 
two, a red and a blue one, are road 
versions, and were purchased from a 
Milanese firm (one through Marshall 
Wingfield) as used cars, although 
they have purely delivery mileage, 
and Warner has no plans to convert 
them for competition. One is to be 
sold through the dealership and the 
other will probably go the same way 
after it has served its primary 
function of the moment, which in the 
absence of works diagrams, is being 
used as a mobile ‘jig’, a guinea pig 
from which measurements can be 
accurately taken and transferred 
onto the re-build of the competition 
car. 


Ron Pellatt is currently in Italy 
hunting elusive spares, while the 
black and white car has had its roof 
sawn off at the base of the screen 
pillars preparatory to fabrication of 
a new section. It is obviously far too 
early yet to predict when the car may 
make a reappearance but it is clear 
that despite continued disinterest 
(and Lancia UK are still, 
involved. with show jumping!) 
Warner is determined to continue 
with the project. 


® Applications for regulations for 
Wolverhampton and South Staffs 
CC’s Castrol '76 rally, the last round 
of the Castrol/AUTOSPORT Cham- 
Dieéhip snd the penultimate round 
of the Motor RAC rally Champion- 
ship should now be made to David 
Cozens‘esq, Flat 11, West Lodge, 76 
Tettenhall Road, Wolverhampton, 
Staffs. 

@ Entries for the Bass Charrington 
National Rally closed on April 3, and 
the total of 160 cars plus the 40 
reserves was reached, so in accord- 
ance with the regulations, no late 
entries will be accepted. 
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Stig Blomqvist — Elba date this 
weekend, and the Welsh next 
month. 


Saab on 
the Welsh 


Just as we went to press on Tuesday 
afternoon we heard official con- 
firmation from SWAC that there will 
indeed be a work’s Saab presence on 
the Western Mail International 
Welsh Rally in May. Saab Scania, 
with support from Saab (GB), have 
entered a 99EMS_ for Stig 
Blomqvist, and two other Swedish 
private entrants will be making up 
the team. 

Welsh entries have now closed 
with 176 competitors on the books. 


...and Elba 


Stig Blomqvist and Hans Sylvan will 
be having their second international 
outing in the new Saab 99 EMS 
Rally when they start the ‘Rally 
Elba” this weekend. 

<u 4 the recent victory in 
Belgium's Boucles de Spa, the Saak 
is among very stiff competition from 
Lancia, Fiat (officially debuting the 
Olio Fiat 131 Abarths), Alfa Romeo 
Opel and Renault. 

Although the island is only tiny 
the Rally comprises 1,000km and 4( 
special stages over a mixture 0: 
tarmac and rough gravel roads. 

The 99 EMS will be identical to thi 
one which performed faultlessly ix 
Belgium save that the engine ha: 
now a little more power, at 225bhp 
but still uses the twin-Weber car 
buretter system. 

A full report of the Elba Rally wil 
appear in AUTOSPORT next week, 


180 stage 
miles on 
the Munster 


We have been asked by Clerk of tk 
Course Donal Griffin to draw atte 
tion to a forthcoming rally attractic 
in Eire. This is the 28th Circuit : 
Munster which is to take _— ¢ 
the weekend of June 6/7. The ral 
will be run in the counties of Co1 
and Kerry with HQ in Kenmare, C 
Kerry. There will be an impressi’ 
180 miles of stages with -_ ty 
accompanying road miles. A b 
three miles will be good tarm 
stages. First overall carries a prize 
£350 and last year the rally was wi 
by John Price in his Carrera. 

Regulations can be obtained fre 
Shaun Wall, 104 Finian Pa 
Shannon, Co. Clare. Entries close | 
May 15 at £25. This excellent eve 
is run by the Limerick MC. 
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Russell Brookes — award winner for 
the second time. 


Ford award 
goes to 
Brookes 


Russell Brookes is Rally Person of 
the Month. It is the first time that 
anyone has won the award twice, and 
Russell of course needs no intro- 
duction to rally fans throughout the 
country. The panel arrived at their 
democratic decision only after pro- 
tracted and occasionally emotional 
discussion; Russell just taking the 
vote after both Graham Elsmore and 
the Cheltenham Motor Club had 
been heavily iprqmoted. Both the 
latter received the highest com- 
mendations from the panel. 

A situation which involves a non- 
works Ford driver beating two 
works cars on a national rally 
would have been unthinkable two 
years ago; and even though the 
situation was an unusual one on the 
Granite City in that weather con- 
ditions played a significant part in 
the result; it should not be over- 
looked that this is all part of the 
game and to exploit such conditions 
and turn them to maximum ad- 
vantage is what winning is all about. 
Both Russell, the team and his en- 
thusiastic sponsors, Andrews Heat 
for Hire, have been awaiting a 
national win for some time now, and 
to do so by beating the works (even if 
Russell was team member number 
three on this occasion!) undeniably 
carries the headlines of the month. 

Once again though there was a 
highly justified chorus for Graham 
Elsmore whose win on _ the 
Cheltenham Festival promises great 
things should the old car not fall to 
bits! . .. and finally there was strong 
appreciation and recognition of the 
fine job executed by the Cheltenham 
MC in running that event so 
smoothly in far from ideal cir- 
cumstances. 


Roadshow.... 


Next Tuesday the DTV/Castrol 
roadshow swoops on Sutton-in-Ash- 
field where the fun-loving nomads 
will be setting-up shop at the East- 
field Side premises of Neville (EMV) 
Ltd for an evening of motorsport- 
style fun and enjoyment featurin 
all your friends, and John Foden; 
the usual gilt-edged professionalism 
plus Chris Will, John and Roger to 
add the spice. Admission is free as 
usual and coffee and ‘biccies’ will be 
inside. Date is April 13 and the time 
is 19.30. 
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team for Bro 
Myrddir 


Regulations are now available for the 
Esso Uniflo Rali Bro Myrddin, a 
BTRDA Gold Star (round 6) and 
Chequered Flag Rally Centre Welsh 
Stage Championship qualifier, 
running entirely on forest stages in 
the Carmarthen — Lampeter — Llan- 
dovery triangle. 

This first stage event to be run by 
either the Teify Valley or the Vale of 
Cothi clubs will have a satisfactory 
com petibive/bnls road ratio of 1:2, 
thanks to the Welsh Association’s 
agreement with the South Wales 
Conservancy to allow  double- 
running of stages. 

The organising team is not entirely 
without experience of running stage 
rallies since CofC Alum Morgan once 
ran the part stage/part road Rally of 
the Vales and has been a regular 
Stage Commander on the RAC and 
Welsh internationals ever since. The 
line-up of officials is the most experi- 
enced that both clubs can offer: CofC 
David Jones and Chief Marshall 


David Lewis are best known as’ 


Clerks of the Course of the 
Cilwendeg Rally (TVMC); Joint Chief 
Marshal Len Alban (TVMC) and 
Secretary Ian Jenkins (VofC) have 
both organised trouble-free Welsh 
Championship road rallies for their 
respective clubs. 

ophies for this new event are 
donated by local firms and the major 
Award is, naturally, from Esso 
whose generous sponsorship has 
made possible the additional cash 
prizes amounting to £300. 


Ronde debut — 
for Renault 


Renault’s V6 A810 continues its 
steady development under the im- 
mediate control of chassis man 
Hubert Melot, and engine wizard 
Gordini. The car is expected to make 
its debut (in G5 trim) on the French 
national round, the Ronde Cevenole, 
during September. 


Taking over a vacant spot at a late 
hour and doing the event ‘“‘to sort 
out the rear suspension” Laurie 
Richards scored his second rally 
success within a month when he 
waltzed away from the opposition on 
last Sunday's Redditch 
Uniflo Stages Rally which also had 
sponsorship from M. Hawkes (Red- 
ditch) Ltd. : 

On the 13 stage event — two had 
_ to be cancelled because of blockages 
— Richards, who had Rob Pendleton 
along in the Century Oils RS1800 
prepared by Lloyds of Stafford, 
returned with 1814s, just over a 
minute ahead of last year’s winners 
Charles Eveson/John Wilcox in their 
ex-works Mk 1 Escort. 

These two crews stood head and 
shoulders above the rest of an entry 
of 114 of whom 81 made it to the 
finish. In third piace, nearly a minute 
behind Eveson came Rob 
Howes/Rod Woodcock in an RS on 
1936s and they were half a minute up 


DCC Esso . 


Witha high ratio rack, Mike Rawson found life easier on the Plains, finishin 
third in the Stockshill Opel Kadett and moving into a challenging BTRD. 
Gold Star position. 


BIRDA series hots up 


Leading BTRDA Gold Star drivers 
after last weekend’s Plains Rally are 
as follows: Randolph Whittal 
Williams and Geoff Simpson, 38 

oints; John Eaton, 32; Frank 

ierson, 26; Mike Rawson, 24. Co- 
drivers are led by Roger Hemmings, 
42; Arthur Brick, 28; and Colin 
_ Wilson, 27. 

The position is thus an exciting 
one from the point of view of the 
championship, as the Simpson 


Tax exile? 


On Saturday night the news broke in 
the Belfast Telegraph that son 
writer/rally driver, Phil Coulter, ha 
quit Northern Ireland and was now 
residing in Donegal, across the 
border. Apparently the reason for 
this sudden disappearance is being 
explained away in terms of taxation. 
Phil, who has enjoyed great success 
with the Bay City Rollers of late, is 
alleged to be liable for some heavy 
pressure from the taxman as from 
this week, the start of the new 
financial year, should he remain on 
UK territory. What this means to 
the Circuit of Ireland is that Phil, 
who was to have contested his 
Porsche Carrera in the event will not 
now be able to do so. 

Work was apparently under way 
on the car at Cahal Curley’s work- 


brothers were held to fourth overall 
on the Plains by a costly puncture on 
the first stage which occured after 
less than a mile. Trying to make up 
for this mishap, they then spun on 
the second stage before settling 
down to consistent times. With John 
Eaton only able to add one point to 
his score, and Mike Rawson and the 
evergreen Frank Pierson closing in, 
the Tour of Lincs on April 24 could 
well be very tense indeed. 


shops as late as last week, so Phil's 
decision may well have been a hasty 
one. Speculation is relatively wide- 
spread as to Phil’s future residence 
and a planned exile in California, 
rather along the lines of the other 
Supertax “victims”, seems to be on 
the cards. One date that Phil seems 
certain of keeping though is his ‘00’ 
duty on the Circuit — from border 
back to border of course! 

The BBC film of the event, which 
is to be entitled “Ahead of the 
Winner” will feature footage of the 
stages taken from within a “00” car 
and there will also be a back-up film 
crew taking sequences from the 
stages themselves. 


® The next major event to be 
promoted by Cheltenham MC will be 
the Esso Uniflo Cheltenham Stages 
on Saturday July 3. There will be a 
minimum of 40 stage miles with 
approximately 160 road miles. 


Laurie Richards strikes again in 


on Callum Barney/Peter Kukainis in 
an RS1600 on 1967s. Colin Tucker 
and David Davies were only 8s 
behind in fifth in their Escort TC and 
sixth were Chris McAulisse and Max 
Kingland in an RS1700 on 1988s. 

ith Richards and Eveson batt- 
ling it out for most of the day the 
only interloper owas Adrian 
Reeves/Norman Ward in an Escort 
who were second at the break but 
then had the throttle spring break on 
the 12th stage. They over revved 
and had to retire! 

Eveson broke a rear spring durin; 
the morning and had to make a quic 
dash to his workshops in Brackley 
during the interval to change the 
offending part. 

Class awards went to Patrick 
Batten/Peter Hallam (Imp) on 2087s 
and Peter Wilbraham/John Davies in 
an Escort on 2063s. 


Laurie Richards — easy win. 


Redditch 
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Alan Arneil on the Tour of Cumbria last wee 


ee 
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kend-aclearrunon the Hackle? 


Hackle action this week 


It is the turn of the 55 Car Club to 
host the Scotsman Scottish Rall 
Championship this Saturday wit 
the Hackle Rally, which follows a 
similar pattern to previous years and 
includes over 60 miles of stages 
within an overall route of 270 miles. 

The start is at Gressicks Garage, 
Blairgowrie, where the first car 
leaves at 08.01. Lunch will be taken 
as usual at Blair Castle on the AQ, 
just north of Pitlochrie, (earliest 
arrival of first car 10.51) and the 
finish is at the Wheel Inn, Scone, 
near Perth. Most of the — 
Scottish contenders are present an 
the entry list shows few differences 
from the Bank of Scotland 
(Valentine) Rally last week. 
2 Top ten entries are as follows: 1, 
Charles and Alec Samson (RS1600); 
2, Bill Taylor/Ian McIver (RS1600); 
3, Donald Heggie/George Dean 
(RS1800); 4, Alan Arneil/Paul Mason 
(RS1600); 5, Ian Wilson/Charles 
Young (Opel Kadett); 6, Murray 
Grierson/Roger Anderson (RS1600); 
7, Jim acRae/David Brown 
(Vauxhall Magnum); 8, Arthur 
Jasper/George Sangster (RS1600); 9, 
Ian Milne/Jim Thorburn (RS1800); 
10, — ; 11, Drew Gallacher/Ian Muir 
(RS1600). 

Spectator information is compre 
hensive — see box. A full report will 
appear in AUTOSPORT next week. 


Terry Brown on the roof again 


Two inversions in seven days must 
be a disquieting experience for 
anyone, but that is what has un- 
fortunately befallen Terry Brown 
who followed up his accident on the 
Cheltenham Festival with a last 
stage roll on the Plains at the 
weekend, while hotly disputing the 
lead with Gordon Batchelor. 

The ATS Escort appeared to graze 
a bank when a tyre apparently burst 


Stage 


name 
Glenisla 
Kindrogan 
Drummond 
Hill 
Errochty 
Blair 1 
Blair 2 
Kindrogan 
Glenisla 
Edensmuir 
Thornton 
Woods 55/123934 
Blairadam 55/124960 
* Spectator car park available giving access to 
the centre of the stage. 


491058625 


48/729461 
48/800602 
48/839659 
48/865669 
491043633 
49/224609 
56/350059 


and the consequent accident was 
very violent, the car flipping com- 


pletely in the air in the space of a. 


very few yards. Co-driver Ed 
Morgan was severely shaken and 
was taken to Dollgellau hospital 


before —. transferred to 
Aberystwyth hospital and treated 
for elbow mjuries and shock. He was 


rtedly allowed home _ the 


re 
following day. 


‘Too much wellie’ from the rallymen 


_@ The 1976 Total Economy Drive 
finished last week and resulted in‘a 
fairly comprehensive defeat of the 
ort-orientated crews. However, 
aul White crewed Ray Hancox in a 
works Avenger GT to victory in the 
modified class; Bernard Unett/Neil 
Wilson (Chrysler Alpine) took second 
in Class 8, and Paul Huxford/Tony 
Yoward third in Class 1. 
These crews apart, too much 
“right foot” resulted in less impres- 
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sive prcdicsaemess from the rally 
brigade — as follows: Chris Sclater/- 
Martin Holmes (Toyota 1000), 

SontiEladened 


45.49mpg; John a 
Bulcock (Skoda S110LS), 41.89mpg; 
David Johnson/Tim Johnson (Ford 
Popular), 43.34mpg; Mike Butler/B. 
Butler (Saab 99), 35.28mpg; Don 
Griffiths/Phil Short (Fiat 1318S), re- 
tired — fuel pump failure!; Richard 
Hudson-Evans/Rodney Spokes 
(Vauxhall 2300), 35.20mpg. 


Irish stage 
rally openers 


@ The BBN (Belfast, Bangor and 
Newtownards) Motor Club have just 
released regulations for two of their 
forthcoming events both of which 
have special ingredients — their 
April Rallysprint on April 30 and a 
Special Stage Rally on May 1. 

The Rallysprint will be the first 
N.I. Motor Sport event to be run on 
a Sunday and should give everyone 
interested in motor sport the oppor- 
tunity of either competing in or spec- 
tating at this popular event. There 
are seven classes based on engine 
capacity, the winners of which will 
receive cash prizes and trophies. 
Prospective competitors should 
contact Alan Pentland, 76, Skyline 
Drive, Lisburn (tel 79767) for regula- 
tions. 

The second event following the 
Rallysprint by only six days is The 
Timber Trail — the first round of the 
new Belfast Telegraph N.1. Special 
Stage Rally Championship. This 
event being run in the forests of 
Derry and Antrim, will start in’ 
Cookstown at 10.30am on May 1. 
The 110-mile route will contain some 
26 miles of stages varying from 1} 
miles to 10 miles long. As the Club 
have no sponsor, there are no cash 
prizes but there are trophies being 
given up to third place in each of the 
seven classes. Anyone wantin 
regulations for the Rally shou 
contact Martin McBride, 48, Lynne 
Crescent, Bangor (tel 67322). 


Enniskillen 


Enniskillen MC and Ballycassidy 
Sawmills Ltd this week announced 
the introduction of a new event into 
the Northern Ireland motor sport 
calendar, the Permapost Rally. This 
event will be round two of the newly 
formed eight-event Belfast  Tele- 

raph Northern Ireland Special 
Stage Rally Championship. 

Ballycassidy Sawmills are making 
their introduction into motor sport 
sponsorship on this event, although 
rallying is no new game to George 
Kidney, the Managing Director, 
who, as a member of the old Ennis- 
killen & DMC, has visited most 
corners of Ireland in a rally car. 

Both parties are very enthusiastic 
about the arrangement as a forest 
rally sponsored by a local sawmill: 
company must be about as relevant 
a combination as it would be possible 
to find. 

The Permapost Rally will start 
from the premises of Ballycassidy 
Sawmills near Enniskillen on the 
Saturday morning of May 15, and 
after covering some 150 miles, in- 
cluding 40 miles of competitive 
bier stages on mainly unsurfaced 

orestry roads throughout County 
Fermanagh, will return to Ennis- 
killen for the finish late on the Satur- 
day afternoon. The extensive awards 
list will include over £300 in cash, 
plus many trophies spread over the 
six classes catering for cars of differ- 
ent engine capacities. 

Regulations for the rally are avail- 
able this week from the Club Secre- 
tary, Gordon Jackson, “Shiloh”, 
Silverhill, Enniskillen, Co. 
Fermanagh (tel: 3002). Clerk of the 
Course for the event will, of course, 
be Austin Frazer, Clerk of the 
Course on the Donegal International 
Rally and past Rally Person of the 
Month. The organisers intend intro- 
ducing several ideas new’ to 
Northern Ireland rallying on this 
event. 


‘ el 
Chris. Sclater — rebuild ahead. 


More on Chris 
Sclater’s plans 


We hear that Chris Sclater has now 
bought the old RS1800 in which he 
appeared on the Mintex, from 

oreham. The car is in urgent need 
of'a new bodyshell and Chris is to 
rebuild it completely around a new 
shell before its next appearance 
which certainly will not be before 
June. When the car is completed 
Chris hopes to be competing in a 
number of foreign” events, par- 
ticularly in Spain where of course he 
is well respected and sought after by 
rally organisers, following his per- 
formances in such rallies as the 
Sherry in recent years, 

Chris’s current arrangement with 
Chrysler is at present for two rallies 
only, the Welsh and the Scottish, 
after which it is expected that he 


‘may be offered a contract to drive for 


them on agen: RAC rounds. He 
is of course completely free to drive 
the Ford on other events. 


Wales team 


The team chosen to represent 
Wales in the RAC Championship 
Triple Crown which commences over 
here with the International Welsh 
Rally in May, shows a strong geo- 
graphical bias as a ‘spread’ of this 
nature has been one of the selectors’ 
aims. Tho team consists of Jeff 
Churchill, Randolph Whittal 
Williams, Colin Mack, and David 
Grainer; with Terry Brown and 
Roger Davies as reserves. 


® Mick Jones, who had planned a 
well-earned rest in East Africa over 
Easter, now finds himself as acting 
team manager of ‘‘Annabel’s’’ 
The trendy, elitist nightspot is’ 
spenneen Robin Hillyar’s works- 
loaned RS1800 this year, and Mick 
will be accompanying the car. Robin 
won the Safari in 1969 and was to 
have been the third member of the 
works team before Boreham pulled 
out of the event for economic 
reasons. 


® Roger Clark seems to be taking his 
Caravan Rally epeemrence seriously; 
for last weekend he ‘was getting in 
some practice at a local Yorkshire 
‘Van event driving a ‘combination’ 
through a number of driving tests. 
Yesterday he flew out with co-driver 
Jim Porter for 10 days practice in 
Morocco, in June the scenario of 
Ford’s next World Championship ap- 
pearance. Two mechanics and a recce 
car having departed beforethem. 
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Not the sort of car one normally associated with the Safari. The damage to Munari’s Strato 
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s last year 


was caused by alocal driver coming in the opposite direction, rather than by the effects of the terrain. 


SAFARI RALLY 


East African misgivings 


Recently returned from an extended stay in 
Kenya, BARRY BOARDMAN has been talking 
and associating with principal competitors on 
the forthcoming Safari Rally — arguably the 
most prestigious rally in the world. His report 
on the prospects for the 1976 event, which 
starts in just aweek’stime, illustrates through 
the misgivings of drivers and co-drivers the 
general disquiet currently prevalent with 
regard to this great event’s sinking status. 


Each year, around Easter time, Nairobi in Kenya 
becomes a focal point for rallying eyes as prepara- 
tions for the East African Safari take Be 

In Nairobi itself, mobile evidence of past rallies 
snarls past, curb-cruising, or just blipping rather 
tired throttles. Tatty remains of once proud cars 
which competed in what was billed as the world’s 
toughest rally, and indeed was. 

Now, the rally seems to be but a shadow of its 
former self with Uganda and Tanzania no longer 
part of the route and the East African pare of the 
title referring only to Kenya. Nevertheless, the 
rally still casts its spell and most would-be club 
rallymen would give their right arm for a chance 
to “havea go” over the tortuous African roads. 

Pictures of cars tearing over long open grass- 
lands with clouds of red dust streaming behind 
them are legion, stories of the 1976 stone-throw- 
ing Olympics will still follow the cars, and the 
deep and sticky mud produced when the rains 
come will not disappear this year, or any other for 


LEE EEE 


“1am very disappointed that we 
were doing sections on time while 
making notes. That’s not my 
impression of the Safari. It seems 
bloody ridiculous that local rally 
men were not asked to choose the 
route....” 


ET 


that matter. But despite these evocative Safari 
cameos, the rally itself seems to be in trouble. .. . 
Not due to economic problems or to the lack of a 
good entry, but due to the rally becoming too 
easy. 


This startling statement requires justification. 


and if one asks the top-line rally men living in and 
around Nairobi they will confirm it. Kenya has 
miles and miles of “off-tarmac” roads, hard sun- 
baked tracks of red earth that stretch into the 
bundu for miles and miles with only thorn trees, 
scrub bushes and wild game for company. The 
country is profoundly contrasting, ranging from 
long, low rift valleys with horizons of 50-60 miles, 
to snow-capped mountains. Thus a rally route 
should be a simple matter to produce. But many 
of the drivers are complaining that as much as 90 
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ercent of the 1976 route has been lifted straight 
rom the 1975 road book. 

The difference in the terrain should provide real 
challenges for drivers and navigators alike. But 
many drivers have been “cleaning” sections while 
making pee notes! In earlier years, the rally was 
a special stage from beginning to end with only a 
paltry few miles of respite. Kenya can produce 


special stages that will tear cars and teams to. 


pieces. But some drivers, after completing most 
of the route in recce this year, are sure that only 
15-20 per cent of the entire route is really tough. 

One driver reckoned that some of the rough 
road sections can be crossed at 120mph, and so as 
far as he was concerned the rally served no real 
purpose any longer. 

The Safari Rally is one of the few motoring 


events which can literally make or break a motor 


company in East Africa. If a car does well in the 
Safari, then it has to be good. It becomes a local 
yardstick for the car buying public, and of all the 
manufacturers who have had success in the rally, 
Peugeot have benefited the most. When buying a 
car in Kenya, the machine with the most likeli- 
hood of commanding high insurance is a Peugeot. 
If you want your car stolen before anyone e se’s, 
buy a Peugeot. On the other hand, if you want a 
car which can stand up to Safari conditions regu- 
larly, then the choice has to be Peugeot. That’s 
the power of the Safari. It is big money and the 
chance of a full order book that tempts the big 
factory teams, not the chance of a win on the re 
earth. So it is even more serious when a top-rate 
driver feels that the “rally serves no real 
purpose.” 

uch of the problem depends on the rains. 
Torrential downpours can turn a wadi, dry except 
for the rains, into a 10ft deep river which will 
sweep away anything in its path. Rain which 
stops in just a few mmutes can turn streams into 
rivers, and rivers into flood. Dramatic indeed in 
UK terms where floods come after long storms, 
but a fact of Kenyan life. 

April in Kenya should be rainy and this is what 
slows the rally and turns the hard tracks into 
quagmires, but can a rally exist on the hope of 
rain? Already this year the rains are two weeks 
late, and last week when it should have been 
raining hard, the sun was burning down at the end 
of the Kenyan summer. 

This year, the rally takes a route through some 
of the most notorious drifts in northern Kenya 
when bridges are only a few miles away. It is this 
type of complaint that is most prevalent, but at 
the same time, competitors and local residents are 
very unhappy that the rally route has been chosen 
by an outsider. One international rally man said, 
“T think it is shocking that the organisers have to 
bring someone from Britain to lay out the route 
for the Safari Rally, and I am very disappointed 
that we were doing sections on time while making 
notes. That’s not my impression of the Safari. It 
seems bloody ridiculous that local rally men were 


not asked to choose the route when they know the 
country inside out and would be sure to set a 
good, challenging rally. It wouldn’t even matter if 
they were entrants, as it would be of no real 
advantage to them — they know the country so 
well — and it would make a better route for us.” 
Another said, “I love the Safari, but unless the 
organisers do something about this problem they 
will kill the rally.” 

A local navigator claimed that his driver didn’t 
really need him anyway as he knew the roads so 
well. It seems that Datsun, Lancia and Colt are 
just three of the teams that have approached the 
organisers for tighter times and a more com- 
periiys rally, but up until a week ago nothing had 

een done. Waldegaard, in his Stratos, is 
rumoured to have completed both the first and 
second legs of the rally while making notes, yet at 
the same time to have lost just 4 minutes of the 
actual time allowed for the rally cars driven in 
anger! Other less powerful teams have been 
“clean” on sections and one who claimed 100bhp 
less than Waldegaard said, “If I can do it on time 
in the rally, then the Stratos will be hours early.” 

The problems are not insoluble but the dissent 
could be a death knell. Suggestions are, however, 
plentiful. One navigator suggested that if the 
organisers are worried that there will be repeat of 
last year’s lateness (seemingly a reason for this 
year’s easy timing) then there should be no set 
time over the distance. Drivers and teams should 
set out to cover the section at the greatest 
possible speed and the fastest car sets the scratch 
time. All the others receive penalties according to 
their lateness, and those late beyond a certain per- 
centage of the fastest time should be declared 
OTL. This would cut down the possibility of 
major rebuilds (theoretically, if Waldegaard can 
clean sections with such ease, then his mechanics 
can completely rebuild his car several times on the 
route), and make the manufacturers build cars for 
reliability again. The feeling among some com- 
petitors was that just fuel and tyres should be 
available with the exception of special service 
areas. 


‘| don’t see anyone coming within 
hours of Waldegaard... .” 


These sensible propositions have had little 
reaction from the organisers. 

The East African Safari is an institution in the 
rally world and an important exports platform for 
many of the world’s manufacturers. The UK is 
not well represented this year although a late 
entry has been made for Robin Hillyar with a 
works built Ford. The French are there in 
strength, Peugeot emiyingt a blaze of publicity 
with photographs in the Nairobi newspaper, the 
Daily Nation. 

Japanese teams are there, Datsun, Colt and 
Toyota, and a short trip up Koinage Street, an 
appropriate name for the motoring mecca of 
Kenya, will produce many a well-known face in the 
rally world. 

Lancia have the exotic Stratos, and a more 
unlikely vehicle for the Kenyan outback one is 
never likely to see; and if the weather stays fine, 
then, in the words of a local driver musing on 
Waldegaard’s experience, ‘‘I don’t see anyone 
coming within hours of him.” 

The rains will change everything (if they come), 
but they will not wash away the feelings from this 
year’s rally. A new approach will have to be found 
if the rally is to survive and the approach will 
have to include the ideas of both local and visiting 
drivers. 

While many rally drivers would be happy with 
an easy run, the Safari men want it difficult and 
the more difficult the route, then the better it is. 
The problems of rain and mud, where and how to 
pass, to judge where it is raining, are all part of 
the navigator’s and driver’s expertise and the 
reason why so much time is spent on the recce. A 
local driver summed it up, “this year’s first leg is 
identical to last year’s third leg. I can see at least 
500kms cut out if-it is really very wet, but the 
decision on whether to cut out or to run cannot be 
made 20 minutes before the start, as you cannot 
know what the weather is going to do. These 
drifts come up, and an hour later they have gone 
down, so if you are sitting at the start and you can 
see that it is pearing at Kajiado then you would 
be mad to send a car anyway near it.” 

If the problem is political then the answer is 
too, but as an institution and as one of the remain- 
ing extrovert sporting events in the world, the 
East African Safari has to remain an Inter- 
national World Championship event to survive. 
Dissent could remove that status and kill a 
unique event. That would be sad for rallying, for 
Kenya, and for the car-building western world. 
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Dave Holliday works as the Assistant County 
Consumer Protection officer for the Cleveland 
County Council. He is, however, better known to 
rally enthusiasts as the organiser of the 
Stocktonian between 1964 and 1973, and is at 
present the Results Officer for the Jim Clark 
Memorial Stage Rally. He has been secretary of 
the ANECCC since 1971 and was a member of the 
Rallies Committee 1974/75. Dave lives in Nun- 
thorpe, Middlesbrough. 


Time, gentlemen... 


One of my more onerous tasks from “9-to-5”’ is 
trying to catch that criminal element of the motor 
trade who seem to take pleasure in contravening 
the Trade Descriptions Act, 1968. Following 
recent publicity I am beginning to wonder if this 
element has transferred its affections to co- 
driving and while it may not be as profitable, the 
same devious tactics seem to prevail. The recent 
article by Martin Holmes (Purely Personal, March 
4, AUTOSPORT) certainly asks the correct 
questions, but I wonder if the conclusions arrived 
at are correct. Perhaps the re-think should be 
done by some of the leading co-drivers as to 
whether their current attitude is right? This 
attitude is slowly driving voluntary officials, 
ranging from Clerks of the Course down to the 
humble marshal, out of the sport altogether. 
Without these officials there will be no sport! 

I would now like to deal with one or two 
practical items raised by Martin, particularly 
with regards to results and paperwork. The 
Stockton & DMC results team led by Jim Barnes, 
has been assisting on a number of events for 
several years. Their system has been gradually 
improved but is still run with the basic objective 
of | pabhiem a system which is quick, accurate 
and inexpensive. Events assisted include the Jim 
Clark, Tour of Cumbria and of course the Stock- 
tonian. One measure of their success could be that 
in four years on the Jim Clark, only one stage has 
been scrubbed (due to a co-driver interfering with 
the timekeeper!) and there hasn’t been a single 
protest! 

First of all the quickest way to work the results 
is from the competitors’ time card. To try to 
calculate from the check sheet would involve such 
a complicated communications network as to be 
impracticable on grounds of both cost and error 
liability. Providing a competitors’ time card is 
collected at reasonably frequent intervals, then a 
simple manual system will be adequate for most 
events. 

With regard to check sheets versus time cards, 
it is advisable to insert into any regulations a 
simple paragraph as follows: “Should any query 
arise about a time, reference may be made to the 
appropriate check sheets. The organisers reserve 
the right to use the check sheets to determine the 
truthful time.’’ One major argument solved! 
Whilst we are talking about check sheets I think 
it is moc well known that most progressive 
clubs (even the RAC!) now use the type with the 
minutes already printed on the sheet. If these 
sheets are used as intended, with the marshal 
crossing off unused minutes, it eliminates man, 
of the minute errors so prevalent nowadays. With 
the advent of digital clocks (which are cheaper to 
hire than ‘“chronos”) this should also help to 
improve the situation. 

* Many clubs seem to leave results organisation 
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to the last minute instead of planning the whole 
event round the results system. The final im- 
pression of any event is the results and if they are 
at fault then the whole event is tarnished. The 
results team should be involved right from the 
start in deciding the form of penalties, siting of 
controls, design of paperwork, wording of 
regulations, marshals instructions etc. etc. 

One or two tips for organisers on time cards. It 
is sometimes possible to get two cards out of one 
A4 sheet, therefore reducing printing costs. 
Features worth noting are 1. The columns should 
be sufficiently large to accept figures from the 
most extrovert marshal. 2, The road timing 
should be separate from the stage timing. 3, 
Timing information should be printed on the time 
card to enable the results team to determine OTL 
etc. 4, The competitor’s number should be written 
in by the organisers (I’ve never forgotten the time 
on the Jim Clark a few years ago when we worked 
out the first five cards and then realised we didn’t 
know who they were from!) 5, There should be two 
Boeke columns. This serves a twofold purpose. 

irstly the penalty is worked out in the right hand 
column. This column is then folded under and the 
penalty again worked out by a different person 
and the two compared. The right hand column is 
then torn off (the card being perforated in the 
printing process) and displayed to competitors. 

If you work with a cumulative total this means 
that each competitor’s stage and total times are 
exhibited within, say, ten minutes of handing in 
the time card. The best things about this system 
are that it brings im the queries early and that 
everyone knows who has won at the first oppor- 
tunity. (Meanwhile Martin is waiting for the 
check sheets to come in!) 

Another time consuming task at the finish of 
any event is sorting out the finishers into the 
correct order. A cheap and simple way of doing 
this is as follows: purchase some plastic “side- 
binder” strips from any stationers and stick these 
in horizontal lines onto a stiff board (the strips 
may need opening out slightly by dipping in hot 


water). As each competitor’s final total is known, 
write this on a small piece of card together with 
the competitor’s abel and slip this into the 
plastic strip with the lowest penalty on the left. It 
then becomes very easy to slide the pieces of card 
along if a lower penalty is found at a later stage. 
With regard to penalties, most organisers use 
the elapsed time aga instead of subtracting 
the target time. This reduces the possibility of 
error but has the disadvantage (for calculation 
purposes) of leaving the penalty in minutes and 
seconds. The conversion of this into seconds intro- 
duces another function and error area, so the ideal 
solution is a calculator which adds up minutes and 
seconds. Such machines do exist. One is called a 
“Plus Adder’”’ and is — available from the 
local branch of the Sumlock Comptometer Co. 
These machines are usually found however in the 


,work study departments of large organisations; 


and knowing the abilities of organisers in 
Ney ae equipment I am sure some could be 
found. I refuse to reveal my source! The only dis- 
advantage is that they not subtract, but if 
you do your other homework, who needs to scrub 
stages! Burroughs do produce a machine which is 
programmable for minutes and seconds and which 
we tried out last year, but it is very expensive and 
needs mains supply. 

The only other tip I can offer is to make sure 
that the results team consists of experienced rally 
competitors rather than people who are just good 
at figures. It’s amazing how many potential 
errors are discovered by somebody just looking at 
a time card and sensing that something is not 
quite right. ! 

I trust that some of this information will be of 
use and look forward to once again producing the 
complete Jim Clark results at least 1} hours 
before the Tynemouth computer does for the 
Lindisfarne! 


DAVE HOLLIDAY 


Billy Coleman takes the Thomas Motors RS1800 to victory on last year’s Jim Clark rally. 
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John Bright leads his closely fought Townsend Thoresen FF race in his Royale. 


MALLORY PARK 


Kennedy becomes the example 


The magnificent close and competitive racing 
that this year’s National ormula Ford 
Championships has produced turned sour at 
Mallory Park last Sunday im the third round of 
the Townsend Thoresen series — from three heats 
and a terribly fraught fimal, 19 cars were left 
damaged, the winner of the final was disqualified 
for “deliberate baulking”, post race accusations 
by drivers were rife instead of the usual friendl. 
banter, and Rad Dougall was seriously injured. 
Dougall’s accident certainly marred the meeting, 
the young South African sadly eulfering (bady 
fractured ankles and leg injuries when his Kismet 
Royale RP21 went straight on at the Hairpin. The 
BRSCC’s Midland Centre coped admirably with 
the action-packed nine race programme, aided by 
the dry weather conditions. : 

The Formula Fords were split into three 7 lap 
heats to decide the 20 contenders for the 15 lap 
final. Interest in the first heat centred on Rad 
Dougall’s Royale RP21 which only managed three 
practice laps before an oil pipe came adrift and 
left him on the fifth row. By the fifth lap he had 
fought clear of a five car second place battle to 
chase Grahame Tilley’s Crossle 25F for the lead; 
on the last enue nearly succeeded in taking Tilley 
at Devil’s Elbow only to find a tail ender in his 
path. Mike Blanchet’s Lotus 61 won the fight for 
third pee. displacing Fred Sigafoos’ Jamun T5 
(fourth) and Peter Harrington’s Lotus 69 (fifth) on 
the final lap, with initial leader Paul Smith 
(Royale RP21) and Glenn Eagling’s Van Diemen 
less than a second further back! 

The Royale RP21s of John Bright and Trevor 
Van Rooyen (whose car had sprouted some extra- 
omega tubes from the air intake to the cockpit 
area behind the driver’s head to help air flow), cir- 
culated nose-to-tail for most of the second heat, 
Van Beoyen leaving his fruitless bid for victory 
until the Esses and Devil’s Elbow on the final lap. 
Howard Drake’s Royale RP21 was a distant third 
while Ken Pickering’s Jamun T5 was all but 
caught on the line by Rick Morris who started 
from the back in his Hawke DL15 after a post- 
practice engine change. 

Man of the moment David Lang was another to 
start at the back of the grid in the third heat, his 
Tiga-Rowland only managing two practice laps 
before the throttle jammed. Lang’s bid to get to 
the front from the start probably contributed to 
the multiple shunt before Gerard’s on the first 
lap, eliminating Lang and three others. While this 
mess was being sorted out at the end of the first 
lap, Matthew Argenti holding third place in his 
Van Diemen was attacked by 197 
Formula Vee champion Mario Ferraris, regardless 
of the yellow flags, and both cars slammed into 
the Gerard’s Armco. All of which fairly decimated 
the field, and left the two Irish drivers David 
Kennedy and Derek vaW fighting for the lead 
with both racing at Mallory for the first time; 
Daly was having his first outing in a new works 
Hawke, only completed the previous night, and 
fitted with the Minister engine from the Van 
Diemen. Daly held the upper hand for most of the 
race, but difficulty in selecting third gear out of 
the Hairpin on a couple of occasions enabled 
Kennedy to draw ahead on the penultimate lap 
and pull clear. 

Bright, Van Rooyen and Kennedy formed the 
front row for the final, with Daly and Tilley on the 
second and Dougall, Drake and Blanchet on the 
third. A spin by tealces at the Esses on the first 
lap eliminated his Jamun, Bobby Scott’s Merlyn, 
Eagling’s Van Diemen and John Wybourn’s 
Merlyn into the barriers, while the nose-cone on 
Drake’s Bovele was the first to be sent high into 
the air at the Hairpin. Meanwhile Bright seized 
the lead from Kennedy, Van Rooyen and Daly, 
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‘nosecone was knocked in to a 90 de; 


Brazilian. 


this quartet trying to ease away from Drake, 
Tilley, Dougall and Blanchet, until Dougall got: 
the better of this second group and set off after 
the leaders. Kennedy relieved Bright of the lead 
entering Gerard’s for the fourth time and on lap 
six Bright was down to fourth after a brake 
locked on at the Esses. 

Kennedy held onto the lead from this frantic 
second place battle, in which Daly’s nosecone was 
knocked askew on the ninth lap although 
he carried on as best he could. By tie 11th lap, 
Kennedy’s lead was under great pressure and 
Bright and Van Rooyen drew alongside on Stebbe 


- Straight and with the three of them darting from. 


one side of the track to the other, Bright’s 
ee angle. 
Next time round, Bright and Daly tangled 
entering the Esses, sending Bright into the 
sleepers and Daly into the pits with a broken rear 
upright. This left Kennedy to fight off Van 
Rooyen and Dougall, with Dougall eying hard to 
usurp his fellow countryman through the Esses 
and up to the Hairpin for the last time. In the late 
braking antics between all three, Dougall clipped 
Van Rooyen’s rear wheel which sent Rad onto the 
kerbing on the inside of the Hairpin before being 
launched head-first into the Hairpin wall; this 
crushed the front of the car, trapping poor 
Dougall for some considerable time while the car 
was cut away to free his injured legs and ankles. 
Van Rooyen’s rear tyre was punctured and he 
spun wildly into Devil’s Elbow, but managed to 
limp across the line in fifth with the smoking tyre 
in shreads. Kennedy was therefore left a clear 
winner from Rick Morris who passed Grahame 
Tilley on the last lap while the battle for fourth 
between Blanchet and Harrington was split by 
Van Rooyen at the flag. 

The stewards received many observers’ reports 
of dangerous driving and deliberate baulking by a 
number of competitors, and they later decided to 
exclude Kennedy as a warning to all the alleged 
culprits, bovine. Morris — who was ninth on the 
first lap — arather surprised winner. 

The Formula Super Vee chasing National 
Championship points were amalgamated with the 
10 MCD Open Single Seaters for an intended 20 
lap race, but a coming together of the slower 
machinery at the Hairpin on the first lap (caused 
by Peter White’s spinning Royale) brought out 
the red flags while the track was cleared. Before 
the race was halted Val Musetti’s March 752 
BDX had slipped by John Wingfield’s Ralt RT1 
BDG under braking for the Esses which was a 
manoeuvre he repeated on the first lap of the re- 


Townsend Thoresen Formula Ford Champions heat 1 (7 spe), 
1, Grahame ali Crosse Brow 25F), 6m09.8s, 92.00mph; 2, Rad 
Dougall (Royale-Scholar RP21), 6m 10.2s; 3, Mike Blanchet (Lotus- 
Minister 61), 6m 12.2s. Fastest Lap: Dougall, 51.2s, 94.92mph. 

Townsend Thoresen Formula Ford Championship, heat 2 (7 laps): 
1, John Bright (Royale-Smith RP21), 6m 07.2s, 92.65mph; 2, Trevor 
Van Rooyen (Royale-Minister RP21), 6m 07.4s; 3, Howard Drake 
Royale tnister RP21), 6m 11.4s. Fastest Lap: Bright and Van 

‘ooyen, 51.4s, os-bomph. 

Townsend Thoresen Formula Ford Champlonshie. heat 3 (7 laps): 
1, David Kennedy (Crossle-Minister 30F), 6m 08.0s, 92.45mph; 2, 
Derek Daly (Hawke-Minister DL15), 6m 09.0s; 3, Wil Arif (Crossle- 
Piper 25F), 6m 17.6s. Fastest Pe ennedy, 51.0s, 95.30mph. 

Townsend Thoresen Formula Ford Championship, final (15 laps): 
1, Rick Morris (Hawke-Scholar DL15), 13m 02.8s; 2, Grahame Tilley 
(Grossle-Brown 25F), 13m 03.4s; 3, Mike Blanchet (Lotus-Minister 

1), 13m 05.6s; 4, Trevor Van Rooyen (Royale-Minister RP21), 
13m 05.6s; 5, Peter Harrington fotisseholar 69), 13m 06.6s; 6, 
Howard Drake (Royale-Minister RP21), 13m 10.6s. Fastest Lap: 
David Kennedy Coes 30F), 49.8s, 97.59mph. 

Leyland Cars National Mini 850 Championship Final (10 laps): 1, 
Chris Tyrrell, 10m 20.4s, 78.34mph; 2, Graham Woskett, 10m 
24.0s; 3, Martin Moorhead, 10m 24.4s; 4, John West, 10m 24.6s; 5, 
Reg Aims ore, 10m 28.2s; 6, Julian Cutler, 10m 28.6s. Fastest 
ee 60.4s, 80.64mph (equals record). 

yland Cars National Mini850 Championship, consolation race (7 
laps): 1, Mike Taylor, 7m 53.4s, 71.86mph, 2, Gordon Lovett, 7m 
54.4s; 3, Graham Larrington, 7m 54.6s. Fastest Lap: Larrington, 
64.2s, 75.70mph. 


start. Wingfield couldn’t match Musetti’s record- 
breaking pace, and on the 14th of 18 laps the 
Ralt’s engine blew in a vast cloud of smoke at 
Devil’s Elbow, depositing an oil slick on the 
racing line. Nick Whiting drove a steady and 
smooth race in the Fl Surtees TS16 to inherit 
second place, the only other car unlapped. Ron 
Grant’s Taurus, hastily repaired after spinning 
into the Armco at Devil’s Elbow when caught 
unawares by the race being stopped made the 
running in the Super Vee section before retirin 
clutchless. Jim Kelly’s F5000 Trojan an 
constant Appt rather ruined the dice between 
the rest of the Super Vees, with Tim Keen 
(Supernova) erantcaty) claiming first place and 
fourth overall, from Peter White, Simon Kirkby’s 
Supernova and Mark Litchfield’s Elden, the last 
named falling back towards the end with a sick 
engine. 

nother confrontation between the Imps of 
John Homewood and Jeff Ward in the 1-litre 
Hitachi Special Saloon Car Championship race 
atarted in Ward's favour before Homewood went 
ahead at the Hairpin on lap two. Ward made best 
use of the tail enders at the Esses on lap five to 
retake the lead, only for Homewood to get it back 
open at the same spot a lap later. However a trail 
of smoke emerged from Ward’s car along Stebbe 
Straight on the penultimate lap and with oil 
soaked tyres, the Imp’s tail whipped round at the 
Esses, resulting in a ng spectacular spin up the 
inside embankment to land next to the Devil’s 
Elbow scoreboard! With Malcolm Johnstone’s 
Imp retiring with a broken fan belt at half 
distance and Bill Barrett’s Mini Holbay Ford 
devouring piston on the second lap, second place 
went to Nick Birch’s Imp. Geoff Farmer had his 
first race since the horrific Mallory accident of 
1974 and proved that he can drive his new but 
unsorted Adelphi imp jue as competently, to 
finish fourth, behin artin Edwards’ Mini. 
David Enderby’s Mini dominated the 850cc 
section although this may have been different if 
Peter Day’s two-cylinder BDA-engined Mini 
(amazingly back together again after being 
destroyed at Silverstone the previous week) 
hadn’t developed a sickness; Day still fought on 
to second in class. 

Much as though Nick Whiting’s ex-Cologne 
Group 2 Capri is a very welcome addition to the 
Special Saloon car grids, its weight disadvantage 
and left hand drive hardly make it an ideal car for 
these races. However Nick tries as hard as ever 
and in last Sunday’s Simoniz round, the crisp- 
sounding Capri was able to take first place after 
Tony Sugden’s Ford Escort BDE slowed after 
four laps with no clutch. Sugden’s Escort, stuck 
in fourth gear, exited the Hairpin at snail’s pace, 
but he still managed to cling onto fourth overall 
and second in class. Grahame Goode’s 1300 
Escort BDA put up an impressive performance to 
dominate the 1300cc section and claim second 
overall, well ahead of a spirited duel between 
Freddy Heaney’s new Motospeed Cooper S_and 
Alistair Lyall’s ex-Chris Meek ford Escort FVC 
which ended abruptly on the seventh lap with the 
Escort breaking a drive-shaft out of the Hairpin. 

The 850 Leyland Championship race resulted in 
the second successive win for ‘Chris Tyrrell who 
managed to pull clear of a frantic second place 
battle in which Graham Woskett’s Swiftune 
version outdid Martin Moorhead on the last lap at 
the Esses with John West in close attendance. 
Woskett’s and Moorhead’s late braking antics 
into the Esses were incredibly spectacular. Close 
behind, Julian Cutler and Reg strong spent 
most of the race side-by-side but Armstrong held 
the advantage at the finish. There was a consola- 
tion race for the slower 850 Minis which Ian 
Mittell seemed set to win before his car went sick 
and Mike Taylor took over, harried to the finish 
by Gordon Levett and Graham Larrington. 


ROBERT FEARNALL 


Hitachi Special Saloon Car Championship (10 laps). Overall and 
851-1000cc class: 1, John Homewood (1.0 Sunbeam Imp), 9m 04.8s, + 
89.21mph; 2, Nick Birch (1.0 Imp), 9m_36.4s; 3, Martin Edwards 
ge Mini-Cooper S), 9m 43.4s; 4, Geoff Ho ae Imp), 9m 55.8s. 

‘astest Lap: Homewood and Jeff Ward (1.0 Hillman Imp), 53.2s, 
91.35mph (equals record). Up to 850cc class: 1, David Enderby (850 
Mini), pi Sonehy 2, Peter Day (850 Mini); 3, Robert Harman (848 
Mini). Fastest Lap: Enderby, 58.2s, 83.50mph. b 

MCD Open Single Seater & National Formula Super Vee Champ- 
ionship gs la ne Overall: 1, Val Musetti (2.0 March-Swindon 752 
BDX), 13m 25.8s, 108.56mph; 2, Nick Whiting (3.0 Surtees-Ford 
TS16 DFV), 13m 45.0s; 3, Philip Guerola (1.9 Brabham-Cosworth 
BT30), 17 laps; 4, Tim Keen (1.6 Supernova-Daghorn VW SSV75), 
17 laps. Open Single Seater class: 1, Musetti, 2, Whiting; 3, Guerola; 
4, Jim Kelly (5.0 Trojan-Chevrolet 1101); 5, Alan Clennell (1.6 GRD- 
Swindon B73 BDA); 6, Bob Craig (2.0 MRE-Scholar FF2000). Fastest 
Lap: Musetti, 43.0s, 113.02mph econ; Super Vee class: 1, Keen, 
99.42mph; 2, Peter White (1.6 yale Heide ager RP19); 3, Simon 
a Supernova-Daghorn BHS5), 4, Mark Litchfield (1.6 Elden- 
Nao Ae no other finishers. Fastest Lap: White, 47.6s, 

-10mph. 

Simoniz Special Saloon Car Championship (10 laps), Overall: 1, 
Nick Whiting (3.0 Ford Capri), 8m 49.2s, 91.84mph; 2, Grahame 
Goode (1.3 Ford Escort BDA), 8m 57.6s; 3, precdy Heaney (1.3 Mini- 
Cooper S$), 9m 07.6s; 4, Tony Sugden (1.8 Ford Escort BDE), 9m 
14.4s. Over 1300cc class: 1, Whiting; 2, Sugden; 3, Roger Dowe (2.3 
Mazda RX3). Fastest Lap: Whiting and Sugden, 51.8s, 93.82mph. 
1001-1300cc class: 1, Goode, 91.40mph; 2, Heaney; 3, Anthony 
Westaroots (1.3 MiniCooper S). Fastest Lap: Goode, 51.6s, 

.19mph. 
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Geoff Friswell 's R. E. Bates Hawke led all but the first lap of the FF2000 race. 


THRUXTON 


Easy FF2000 win to Friz 


A number of incidents and battles contrived to 
make most of the races on the BARC’s eight-race 
programme at Thruxton on Sunday interesting, if 
not outstanding. Sponsored by DJM Records, the 
meeting was run under mainly sunny skies after 
the normal westcountry rain passed over briefly 
in the morning. Main race of the day was the 15- 
lap APG FF2000 round, but this was once again 
affected by a first-lap coming-together which 
rather strung out the field. Geoff Friswell took R. 
E. Bates’s Hawke to a lengthy win, notice of 
which both his and Tiff Needell’s Hawkes had 
posted during practice by being 2secs quicker 
than the rest. Best race of the day must have been 
the DJM Records Formula Ford round, which 
saw the first six finish less than 2secs apart, after 
the leading three cars had all been involved in 
incidents. 


On his home circuit, Alan Curnow was easily 
fastest of the Leyland Cars Mini 1275 GTs in his 
Longman example, and he duly took the Mini to 
its second win in eight days after some spec- 
tacular driving. Paul Taft, in second, seemed to 
close midway through the eight laps, but then 
dropped back at the end of the race with a broken 
fanbelt, only to be excluded totally for having an 
oversize dynamo pulley. Steve Roper then took 
second, some 25secs behind Curnow. Tony Pond, 
trying some rear-wheel-drive rally type attitudes 
with the Mini on the slightly damp circuit, took 
third after a race-long battle with Malcolm 
Leggate, Jim Burrows and Roger Saunders, after 
Glynn Swift had eliminated himself and Geoff Till 
on the second lap at the chicane with a rather 
unwise outbraking manoeuvre. 

Poleman Jim Walsh took a good lead at the start 
of the DJM FF event in his Royale, and after two 
laps he, Rod Bremner (Crossle) and Bernard 
Devaney (Hawke) had opened up the tiniest of 
gaps to Dave Buttigieg and then the rest. But on 
the third lap, first Walsh spun and delayed 
Bremner, and then, all on his own, Devaney did 
the same thing, so that the picture completely 
changed. While Frank Bayes led Buttigieg, David 
Heale (Reynard) and Philip Bullman (Crossle), 
Bremner and Walsh tried to get back in touch 
again from seventh and eighth. While that dicing 
four battled mightily wit eat entertainment, 
finishing Bayes, Heale, Bullman and Buttigieg, 
the delayed duo fought up to fifth and sixth, the 
first six covered by 1.8secs. 

With John Cooper (General Relays BMW 3.0 Si) 
absent from the front row of the grid of the Radio 
One production saloon car round, it seemed that 
the other two occupants Brian Pepper (Opel 
Commodore) and Rob Saunders (Dolomite Sprint) 
would have it all their own way. But while Pepper 
led into the complex, John Brindley took his 
Mazda RX3 up from the second row to lead as far 


22 


as the chicane, where superior power told and 
Pepper got by; with Brindley off-line, Saunders 
and Gerry Marshall in the down-on-power 
Magnum nipped through, too. Saunders and 
Pepper then proceeded to dice throughout the 
race in fine style, Pepper taking the middle four 
laps, and Saunders leading the last two and 
putting off any overtaking manoeuvre by the 
Opel driver at the chicane on the last lap by 
—— a tremendous slide, and taking victory by 

.28ec. 

Brindley had Marshall to contend with for a 
couple of laps before the Vauxhall received a flat 
tyre so Brindley took third on this power cricuit 
with Ivan Dutton’s Century Oil Gapri fourth, 
having come from ninth by fighting past Gordon 
Bruce’s Capri, Rod Birley’s similar Hometune car 
and Tony Lanfranchi’s smart Monorep Marshall/ 
Wingfield Opel Commodore, which sadly retired 
on the last lap. 

Jeff Allam took the £2001 to £2400 class, some- 
way ahead of fellow Vauxhall man Malcolm Prior, 
who spent much of his time sideways, while the 
small class went to Pete Smith’s Honda Civic 
after Danny Alderton’s similar car got involved in 
someone else’s spin, but finished second. 

With Geoff Friswell and Tiff Needell nearly 
2secs quicker than anyone else in their Hawkes, 
the APG FF2000 15-lapper seemed to be a benefit 
for them — if they could all get past the first 
corner. Well, into the second corner, Len 
Brammer’s Dulon got punted into Tiff’s Hawke, 
which in turn involved Syd Fox (Anne Moore’s 
Elden) and Chris Fearon. Fox and Brammer 
retired there and then, while Tiff continued with 
no nosecone and a very bent chassis which he 
drove very spiritedly to finish tenth. Fearon 
pitted his Titan. 

Meanwhile, at the front, Bernard Vermilio was 
an early leader, but by the end of the first lap Ian 
Taylor led from Vermilio and Friswell, then a gap 
to Roger Orgee’s Elden, and another gap to Bob 
Jarvis’s Palliser, David MacPherson and the rest. 
Friswell led lap 2 and thereupon continued to 
draw away to a 20secs win. Meanwhile, Vermilio 
and Taylor diced hard for second place, with 
Taylor often ahead until two laps from the end, 
when a plug lead came off and he dropped down 
the field. Jarvis kept up his fourth place in front 
of Orgee, Oscar Notz’s Crossle, and MacPherson 
and Sytner. However, Jarvis lost top gear on lap 
12 after a good drive, so Notz took third behind 
Friswell and Vermilio; Orgee held Sytner and 
MacPherson at bay throughout, the two Ken 
Hensley Dulons being split by the third of Taylor 
at the end. 

The early laps of the Esso Uniflo special saloon 
car race were really enlivened by some superb out- 
braking by Phil Winter’s 1.3 Mini to take Tony 
Dickinson's Escort into the chicane on a couple of 


laps. But while this had the crowd buzzing with 
excitement, Winter stopped to fix a loose wire to 
the coil and Dickenson cruised away to a 50secs 
win. Various pretenders to second place fell by the 
wayside, including Barry Barnes’s Escort which 
lost oil pressure, so Grahame Lavis (1.0 Imp) just 
pipped Peter Cartlidge’s Austin A40 for second. 
Geoff Byman’s 1.3 Mini was fourth, being caught 
at 21secs a lap by the recovered Winter, who was 
fifth. All the rest, save Richard Jockel’s Mini, 
were lapped. 

Having over 3secs ‘on his rivals after practice, 
John Cooper naturally opened up a g90 lead in 
the modsports race, and stayed there. His Porsche 
911 Carrera had 8secs over Jonathan Palmer’s 
Marcos in second spot. Dave Bettinson’s 
Caterham 7 had been third, but on the second lap 
he had a moment at the chicane, and then spun at 
Campbell on the fifth lap, so Ed Stephens took 
third. Roger Andreason, in fourth, took his 
Marcos to a class win in front of a hoard of 
Midgets, while the 1000cc class was a tremendous 
carve-up towards the end between the Davrians of 
Pat Longhurst and Simon Packford, Longhurst 
fog apy up and pinching the class honours on 
the last lap with a mammoth chop at the chicane. 

A full grid of Minis came out for Leyland’s 1000 
Challenge round. Mke Curnow was trying for a 
family double and led the first lap but had lan 
Briggs, Tom Hum, Eric Groves aud John 
Bradburn breathing down his neck. Slowly Briggs 
and Curnow pulled away from the rest until, on 
lap 6, John Hazell suddenly appeared with the 
leaders having been a lowly tenth on the first lap. 
And it was Hazell who avoee through to take the 
lead on the penultimate lap and take a 1sec win 
from Briggs and Curnow, who lost second place in 
the last seconds with a blown engine. Hurn was 
some way down in fourth after Bradburn dropped 
out of the leading bunch with two laps left. 

Final race of the day was a Formula Ford 
consolation event for ten cars. Joe Kelly’s brake- 
locking Royale led initially from Graham Jones’s 
RP16 and Bob Vicker’s Hawke, but spun at 
Goodwood at half-distance, which allowed Jones to. 
lead and hold off Vicker by 0.6sec at the end. 
— still finished third after John Busby’s 
Merlyn died within sight of the flag. 


BOB CONSTANDUROS 


Leyland Cars Mini_1275 GT Challenge round (8 laps): 1, Alan 
Curnow, 14m 25.2s, 78.42mph; 2, Steve Soper, 14m 52.4s: 3, Tony 
Pond, 15m 0.6s; 4, Roger Saunders, 15m 1s; 5, Malcolm Leggate, 
15m 5.2s; 6, Jim Burrows, 15m 6.8s. Fastest lap: Curnow, 1m 
45.8s, 80.17mph (establishes record). ; 

DJM Records Formula Ford Championship round (10 laps): 1, 
Frank Bayes (Image-Minister FF2B), 14m 57.4s, 94.51mph; 2, David 
Heale (Reynard-Rowland 75SF), 14m 57.6s; 3, Philip Bullman 
(Crossle-Minister 30F), 14m 58.6s; 4, Dave Buttigieg (Dulon- 
Rowland py 14m 59s; 5, Jim Walsh (Royale-Scholar eg? 14m 
59.2s: 6, Rod Bremner (Crossle-Rowland 30F), 14m 59.2s. Fastest 
lap: Walsh, 1m 27.2s, 97.27mph. 

BBC Radio One Saloon Championship round, over £2400, £2001 
to £2400, £1601 to £2000 and up to £1600 (10 laps): 1, Rob 
Saunders (2.0 Triumph Dolomite Sprint), 17m 11s, 83.27mph; 2, 
Brian Pepper (2.8 Opel Commodore GS/E), 17m 11.2s; 3, John 
Brindley (2.0 Mazda RX3), 17m 27s; 4, lvan Dutton (3.0 Capri 11), 
17m 32s. Over £2400: 1, Saunders, 83.27mph; 2, Pepper, 3, 
Dutton. Fastest lap: Pepper, 1m 41s, 83.98mph (establishes 
record). £2001 to £2400: 1, Jeff Allam (2.3 Vauxhall Magnum), 
79.73mph; 2, Malcolm Prior (2.3 Vauxhall Magnum), no other 
finishers. Fastest lap: Gerry Marshall (2.3 Vauxhall ~ ay! 1m 
42.8s, 82.51mph. £1601 to £2000: 1, Brindley, 81.01mph; 2, Peter 
Slade (2.3 Mazda RX2), 3, Eric Cook (2.0 Mazda RX3). Fastest lap: 
Brindley, 1m 42.6s, 82.67mph. Up to £1600: 1, Pete Smith (1.2 
Honda Civic), 75.26mph; 2, Danny Alderton (1.2 Honda Civic); 3, 
Trevor Moore (1.6 Hillman Avenger GT). Fastest lap: Moore, 1m 
50.8s, 76.55mph. 

Allied Polymer Group FF2000 Championship round (15 laps): 1, 
Geoff Friswell (Hawke-Scholar DL14), 20m 52.85, 101.53mph; 2, 
Bernard Vermilio (Merlyn-Scholar Mk 29), 21m 12.2s; 3, Oscar Notz 
(Crossle-Titan 31F), 21m 15.2s; 4, Roger Orgee Elden-Close Mk 18), 
21m 23.6s; 5, Frank Sytner (Dulon-Nelson MP18), 21m 24.4s; 6, lan 
Taylor (Dulon-Nelson MP18), 21m 24.4s. Fastest lap: Friswell, 1m 
21.85, 103.69mph. wid 

Esso Uniflo Special Saloon Car Championship round, over 1300cc, 
1001cc to 1300cc, 85lcc to 1000cc and up to 850cc (10 laps): 1, 
Tony Dickinson (2.0 Ford Escort), 15m_48.6s, 89.41mph; 2, 
Grahame Lavis (1.0 Sunbeam Imp), 16m 37.6s; 3, Peter Cartlidge 
G8 Austin A40), 16m 38.2s; 4, Geoff Byman (1.3 Mini), 16m 51.8s. 

ver 1300cc: 1, Dickinson, 89.41mph; 2, no other finishers. Fastest 
lap: 1m 32.2s, 91.99mph. 1001cc to 1300cc: 1, Byman, 83.83mph, 
2. Phil Winter (1.3 Mini); 3, Richard Jockel (1.3 Mini). Fastest — 
Winter, 1m 32.6s, 91.59mph. 851cc to 1000cc: 1, Lavis, 85.02mph; 
2, Cartlidge; 3, John Maton (1.0 Mini). Fastest lap: Lavis, 1m 36.2s, 
88.17mph. Up to 850cc: 1, Robert Goodwin (Hillman ne 
79.19mph; 2, John Flack (Mini); 3, Malcolm — (Austin Mini). 
Fastest lap: Graham Williams (Imp), 1m 44s, 81.55mph. 

BARC Modified Sports Car Championship round, over 2000cc, 
1501cc to 2000cc, 1151cc to 1500cc and up to 1150cc (8 laps): 1, 
John Cooper (2.8 Porsche 911), 12m 1s, 94.11mph; 2, Jonathan 
Palmer (3.0 Marcos GT), 12m 9.2s; 3, Ed Stephens 3.0 TVR 
Tuscan), 12m 27.2s; 4, Roger Andreason (1.5 Marcos GT), 12m 
34.4s. Over 2000cc: 1, Cooper, 94.1 1mph; 2, Palmer; 3, Stephens. 
Fastest lap: Cooper, 1m 28.6s, 95.73mph (record). 1501cc to 
2000cc: 1, Jon Fletcher (1.6 Lotus Elan), 88.51mph; 2, Dave 
Tomlinson (1.8 Elva Courier Mk4); 3, Dave Bettinson (1.6 Caterham 
Super 7). Fastest lap: Bettinson, 1m 32.8s, 91.40mph (record). 
1151cc to 1500ce: 1, Andreason, 89.94mph; 2, Gordon Howie Es 
MG Midget); 3, Keith Ashby (1.3 MG Midget). Fastest lap: 
Andreason, 1m 32.6s, 91.59mph. Up to 1150cc: 1, Pat Longhurst 
G2 Davrian Mk8), 88.72mph; 2, Simon Packford (1.0 Davrian Mk8); 

. Gary Morse (1.0 Clan Crusader). Fastest lap: Packford, 1m 31.4s, 
92.80mph. 

Leyland Cars Mini 1000 Challenge round (8 laps): 1, John Hazell, 
13m 36s, 83.15mph; 2, lan Briggs, 13m 37s; 3, Mike Curnow, 13m 
38.4s; 4, Tom Hurn, 13m 52.8s; 5, Derek May, 13m 56.2s; 6, Tony 
Edmonds, 13m 56.2s. Fastest lap: Hazell, 1m 39.2s, 85.50mph 
(establishes record). 

Formula Ford consolation (7 laps): 1, Graham Jones (Royale- 
Scholar RP16), 11m 21s, 87.18mph; 2, Bob Vicker (Hawke-Scholar 
DL12), 11m 21.6s; 3, Joe Kelly (Royale-Scholar RP21), 11m 31.8s; 
4, Paul Clark (Elden-Minister Mk10), 11m 58.6s. Fastest lap: Kelly, 
1m 34.6s, 89.66mph. 
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PLAINS RALLY 


Batchelor’s 
luck turns 


Knutsford Motor Club’s first attempt at running 
a stage event last weekend went down exception- 
ally well, and provided a win for Gordon 
Batchelor/Roger Jenkins in their Team Avon 
Tyres/Team Castrol Escort RS. They eventually 
finished 22secs ahead of Frank Pierson/Arthur 
Brick in the Century Oils Escort RS, who in turn 
were 9secs ahead of Mike Rawson/Clive Richard- 
son in the Stockshill Garages/St. Nicholas Hotel 
(Scarborough) Opel Kadett. The main talking 
point of the day was the battle between Batchelor 
and Terry Brown/Ed Morgan. These two crews 
were seconds apart all day until the penultimate 
stage, when Brown rolled his Escort dramatically 
out of the rally. 


About 30 miles of forestry stages in the Coed-y- 
Brenin, Aberhirnant and Dyfnant areas faced 
competitors as they left Rally Headquarters at 
the Marine Hotel, Barmouth, at 10.00am, Satur- 
day morning. A rather later start was scheduled, 
due to the event having been shortened by the 
Forestry Commission, but this measure was 
nevertheless welcomed by many, as it alleviated 
the necessity to stop overnight in a hotel. : 
Previous good reputation — as a road rally — 
Raed the event a place in the Esso/Uniflo 
TRDA Gold Star and Chequered Flag Welsh 


Stage championships. This ensured a good entry - 


and indeed most of the regular championship con- 
tenders were present at the start. 


ENTRY 


a 
Leading the field away were David Stokes/Bill 
Andrews as usual in their ex-Adrian Boyd Team 
Avon Tyres/Team Castrol Escort RS, David 
looking very confident at the start having sorted 
out most of the problems which have hindered his 

rogress recently. Following at 2 were Frank 

ierson/Arthur Brick in their ever-faithful 
Century Oils Escort RS. Brothers Geoff and Alan 
Simpson started at 3 in their as yet-unsponsored 
Escort while Randolph Whittal-Williams/Roger 
Hemmings were to have started at 4 but a change 
of clutch at the start of the event meant having to 
yuu a a later number — they eventually started 
at 69. 

Escort domination was broken at number 5 by 
current Welsh stage champion Colin Mack, who 
has persuaded Red Garages (North Wales) Ltd to 
lend him their Avenger GT for another season... . 
His navigator on this occasion was John Braid. 
Terry Brown/Ednyfed Morgan started at 6 
paving spent the previous week straightening 
their ATS Escort after its roll on the Cheltenham 
Festival, and they were followed by locals Ian 
Hughes/Arthur Davies at 7 in their Cambrian 
Estates/Harlech Frozen Foods Escort RS. Mike 
Rawson/ brought along journalist Clive 
Richardson to start at 8 in the dpel Kadett, while 
at 9 were Dick Rollett/Neil Turvey. 

The top ten was completed by John Easton/ 
John Watson, having renewed the clutch and 
goer box of their Escort after the problems on the 

outh West Stages. Outside the top ten the main 
contenders included Vaughan Bond/John Savage 
at 11. Eventual winners Batchelor/Jenkins o 
tained a late entry to run at 12, while locals 
Roland Young/Brian Goff started at 15 in their 
Allitts Motors of Rhyl Escort RS. 

The long-awaited debut of the TR7 actually 
took place. Starting at 31 and crewed by Geoff 
Hankin/Trevor Owens, this immaculate-looking 
car was.to go very well throughout the event, but 
Geoff admitted that it was going to take some 
getting used to. After taking it easy round the 
stages he was to finish 86th overall. 


RALLY 


A short run out led competitors to the first of 
the two Coed-y-Brenin stages, Blaen-y-Glyn. 
Immediately David Stokes was in trouble when 
his clutch slave cylinder gave up and with no 
service until after stage 2, he was forced to 
stagger on as best could. Setting the pace was 
Brown on 335, followed by Batchelor on 341 and 
Pierson on 344. SS2, Hafod-Owen, was very 
slippery, with clumps of log piles causing com- 
AEN many problems.Fastestover here despite 
aving no clutch was David Stokes on 216, 
followed by Brown and Batchelor on 220 and 
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well-merited victory. Below: 
t TR7 was a cautious one. — 


Stage 3, Mynydd Bach was cancelled a day or 
two before the event due to “lambing time”, so a 
long run down via Dolgellau led crews to the start 
of SS4, Drews-y-Nant. The roads on this stage are 
very wide, giving drivers a lot of room to play 
with. Batchelor just claimed fastest on 286, his 
new suspension set-up obviously paying 
dividends, followed by Brown on 287 with 
Rawson and Stokes on 291. A couple of the faster 
later numbers were complaining about the ruts, 
including Tony Morris/Richard Lewis running at 
46 and Randolph Whittal-Williams running at 69, 
although he did manage a fast time on the fourth 
stage. After four stages, positions were Brown 
842, Batchelor 847, Stokes 855 and Rawson 862. 

A scenic run via the south side of Bala lake led 
to Aberhirnant forest where the organisers had 
intended two stages, to be run over the same 
forest tracks. Thus stages 5 and 6 were identical. 
It was here that the organisers failed to appre- 
ciate the problems that were bound to occur. The 
inevitable happened, queues built up, both on 
account of later numbers coming for the first run, 
and early numbers coming for their second run. 
This delay was made worse by there being a deep 
ford in 
competitors to drown out their engines, thus 
effectively blocking the stage for a minute or two. 
The final result was that only one run — the first 
in the case of crews who attempted it twice — was 
counted. However, the stage was also the down- 
fall of Stokes and Eaton, who both drowned in the 
ford, Stokes losing 2} min, Eaton slightly less, but 
both dropped from the leader board. A nasty 60 
deg lefthand bend followed by hairpin right also 
caught out many including Colin Mack and 
Roland Young, both getting close to rolling down 
the bank. Fastest on stage 5 was Batchelor on 151 
followed by Pierson and Simpson on 152. 

Stage 7 was ie s the best test of the event, 
using seven miles of Dyfnant forest. Mack went 
off here, losing time; Ian Hughes started to suffer 


e middle of the 2-mile stage, causing 


Eaton were baulked by the TR7, which cost both 
crews dearly, Brown took fastest here on 495 
followed by Batchelor on 497 and Pierson on 498. 

With two Coed-y-Brenin stages remaining, 

ositions were: Brown 1494, Batchelor 1495. 

ierson 1515 and Rawson 1522. 

The pressure was now really on, with Brown 
and Batchelor only one second apart; with only 
two stages remaining, the question was, ‘“‘who is 
going to crack first?” The answer was rapidly re- 
vealed. Afon-Wen (SS8) is just over one mile long, 
very fast with a long downhill 90 deg right-hand 
bend followed by a left-hander with a small kink 
to the finish. TV cameras were present to witness 
the action as Brown came down the hill at a 
tremendous speed; the front wheel seemed to hit a 
rock, which threw the car into the air and it rolled 
dramatically to rest in the ditch, thus ending 
Terry’s challenge. Fastest here was Batchelor on 
80, followed by Simpson on 82 and Pierson and 
Whittal-Williams on 83. The final stage, 
Mawddach, saw Batchelor easing off now that 
there were no close challengers; Rawson had a 
Panhard rod break halfway through, and fastest 
was Rollett on 202, followed by Owen (203), and 
Stokes, Simpson, Pierson and Windsor on 204, 

So to the finish back at the Marine Hotel, 
Barmouth, where facilities were very good and 
results were issued very quickly in true Plains 
style. Gordon Batchelor had scored a well 
deserved win, finally shaking off his run of bad 
luck, while excellent performances were achieved 
by Dave Grainger and Martin Watson, both 
driving 1558cc Escort Twin Cams. 


1,G. 

Oe, 

3) iw Rawson/C. Richardson (Opel Kader 1811; 
4,G. 5 

5 


881; 9, M. Watson/P. White (Ford Escort TC), 1881; 10, C. Mack/J. 
Braid (Hillman Avenger GT), 1887. Az 

Class winners: B. Barton/D. George (Mini-Cooper S), 2035; 
Grainger/Richards; Morris/Lewis. 
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LONG BEACH, California: For me, the US Grand 
Prix West ended on the 34th lap, with me stripped 
down to my underpants being hosed down by am- 
bulancemen in front of an ccpiending grandstand. 

Seconds before, I’d been lying in third place in 
the 80-lap race on this new, tig t, tricky 2.1-mile 
street circuit by the ocean. Right after the start of 
therace my Elf-Tyrrell had developed a petrol leak, 
which got worse and worse to the point where I 
was sitting in a seat full of sloshing petrol. 

I was in a real dilemma. The pain was terrible 
and I was trying to work out if I could last out the 
race, and I'd just about made up my mind that I 
couldn’t when the front suspension snapped, and 
I skidded off into the Armco rail. 

I leapt out of the car and immediately began to 
tear off my overalls, much to the amusement of 
the crowd. I suspect the Americans thought I was 
some sort of nutty European streaker! But by 
now the petrol was burning into the most import- 
ant part of my anatomy and I didn’t care what the 
crowd thought. I just wanted my clothes off. 

And what a race it had been up till that point. I 
started 11th on the grid, managed to avoid the 
first-lap carnage of cars spinning and bumping 
into each other, and worked myself into a strong 
third place. 

That first lap was like a dodgem car ride at 
the fair. In front of me Brambilla and Reutemann 
collided and both went out with damaged suspen- 
sion. Somehow I managed to dart between them 
as they spun. It was like a slowed down dream 
sequence. I just glided between them without 
touching anything while bits of suspension and 
glassfibre exploded all round me. 

First time round past the pits I was in sixth 

lace and on the next lap I passed two cars under 

raking and there I was in fourth place behind 
Patrick, my team-mate. He half-spun in the Esses 
and I nipped through while he was straightening 
himself out, and there I was — just begining to 
notice the petrol begining to seep into the cockpit 
and drench my legs. 

James had a coming-together with Patrick in 
those early laps and retired as a result. James 
admits that street circuits are not his favourite 
and that he was concentrating really hard from 
his second-row position. Patrick and Regazzoni 
started from the front row. But James blames 
Patrick for the accident. 

So the end result of the race was another one- 
two for Ferrari, this time with Regga leading Niki 
home by over 40secs. Patrick kept it together to 
score a good third place for our team. 

The track was fantastically hard on brakes and 
suspensions, and of the 20 starters there were 
only 11 running at the finish. People were quick to 
Sewers the Long Beach circuit with Monaco, but 

an. 
street circuit. The main straight here is very fast 
indeed: like around 160mph ending in a 20mph 
corner. Imagine what that does to brakes! 

Ronnie Peterson retired when his brake fluid 
boiled in the March and several people broke half- 
shafts and ruined gearboxes, such was the pound- 
ing and the strain of the harsh cornering and 
braking. Most of the corners were first- and 
second-gear and you seemed to spend most of 
wee] time either braking or putting power on with 

ard acceleration. 

My big problem in practice was that I just 
couldn’t get a good time. I was over-driving the 
car. There was nothing wrong with the car; 
I proved that in the race. Simply I was trying too 
hard. It was Bobby Unser, who was spectating 
during the last session, who came over and put me 
right on this point. I spent a long time talking 
with him and listening to his advice. 

He convinced me that what was needed here 
was a “softly-softly” touch. Velvet on the brakes, 
treating the throttle as if there was an egg 
between my foot and the pedal, and always 
keeping the car looking neat and pointing 
forwards. Bobby reckoned that every time I spun 
a wheel or got out of shape I was losing a fifth of a 
second. So I smoothed up and made progress, 
thanks to my good friend Bobby. 

I just wish his advice had come earlier. A better 
eri position would have spared me the drama of 

ose opening laps. What went on there put grey 

airs on me. } 

One of the really noticeable things about the GP 
here was the way in which the Americans promo- 
ted it. It’s the first time they’ve run a full-scale 
GP here and I don’t think there could have been a 

rson in America who didn’t know it was 

appening. You’d have to be blind and deaf to 
have missed the fact. Radio and TV stations 
across the nation were full of nothing else for the 
week before. Over 100,000 came to watch the 


event, making it one of the top attendances for a: 
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ly it’s nothing like Monaco other than it’s a’ 


Jody checkter 


Grand Prix. Potentially this could become the 
biggest and most important GP in the world 


within the next four years. 

In Europe we are no longer fascinated by the 
idea of road racing. Racing through the streets 
began in Europe. But for the Americans it’s a 
whole new game. They just couldn’t believe the 
spectacle of Formula 1 cars rushing through the 
streets around the houses. 

I thought Laffite did well to bring the new 
Ligier-Matra into fourth place, earning the team 
their first World Championship points. In fact the 
French press were pretty pleased with them- 
selves, having Frenchmen in third and fourth 
places. But not half as pleased as the Italian fans 
in the crowd, who had the Ferraris one and two. 
Emerson also christened his new Copersucar with 
its first Championship point, squeezing it into 
sixth place. 

Another good thing about the event was that 
every journalist you met there was really working 
hard to find a story of his own about the event 
because it was new and different. The end result 


must have been hundreds of really good stories 
going out to newspapers and radio networks all 
over the world. 

James certainly obliged a lot of the press people 
with a good story with his tantrums after the 
incident with Patrick. I saw it from a distance and 
to me it looked like a million other incidents on a 
race track where the guy behind doesn’t get his 
pestins move right and hits the wall or goes off. 

ut the way it got treated you’d have thought it 
was the first time it had ever happened. 

I don’t know who was in the right at the scene 
of the crime but I do know that James must really 
have lost his block, because next lap round I dis- 
covered him walking back to the pits up the track 
just a couple of feet off my racing line. Mind you, 

sympathize with James at the moment. He’d 
done a full week of TV appearances and promo- 
tion work in America building up to the Grand 
Prix, and coped with the press guys pestering him 
about his marriage break-up, so he was in a highly 
pressurized situation. I guess the accident was a 
sort of pressure relief valve in a way. 

Someone was keeping count of ee spins durin, 
practice and the grand total was 47. Apparently 
won the unofficial Spin Trophy with seven to my 
credit. Ronnie and Brambi a tied for runner-up 
with six each. There was a feeling of high drama 
about practice, because of the 27 people 
competing for the 20 places on the grid. Practice 
was a separate contest from the race and in many 
ways much more closely fought. 

or one of the many pre-race parties the hosts 
over at Beverley Hills sent over a fleet of 
chauffeur-driven limousines for the drivers. 
Regazzoni and Jarier found the party a little slow 
moving and decided to leave early. The chauffeur 
was absent from his post of duty, but the keys 
were in the car and the hat was lying on the seat. 
= J-P slipped on the hat and chanthonred Regga 

ome. 

Except that within minutes the errant chauf 
had returned and, discovering his buggy missing, 
had reported it to the police. Ha he home 
Regga and J-P were healed up at gun-point by the 
local fuzz. Only swift intervention on the part of 
organizer Chris Pook prevented our two heroes 
from being clapped into the local jail. Large 
numbers of local policemen were seen at the race 
oming in with free tickets! 

So the Italian press got their special story too. 
“They let me out of jail to win the Grand Prix”, 
says Clay Regazzoni. 

inally, I must tell the story that happily all the 
press guys missed. A Long Beach night club 
owner, impressed with my trackside strip-off 
routine, came to me after the race and offered me 
$500 to appear that night and doa strip in front of 
his (largely female) audience. It could only happen 
in America! He couldn’t understand why, th 
I’d done it once that day for nothing, I wouldn’t 
doit a second time for money. . .. oO 


“By now the petrol was burning into the most important part of my ana tomy and I didn't care what the 


crowd thought. I just wanted to get my cothes off.” 
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Although its appearance is rather on the fussy side at first glance, the AC 3000 is very pretty in the flesh. 
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The reluctant debutante 


DOUG NYE puts some miles on the prototype mid-engined AC ME3000 Coupe 


For four years, the old-established AC Cars 
concern at Thames Ditton in Surrey have been de- 
veloping a mid-engined Coupe road car. Powered 
by a transverse-mounted 3-litre Ford V6 engine, 
driving through a special AC five-speed gearbox, 
the M3000 was the first new sports car from the 
company for eight years when unveiled at the 
1973 London Motor Show. The transverse engine 
mounting, as in the Lamborghini Uracco and 
Ferrari Dinos, allowed a useful boot space to be 
provided for genuine “grand touring”. The price 
was mentioned as “around £3000 to £4000”, and 
the original idea was to put the ME3000 into pro- 
duction in June 1974. 
Well, it didn’t happen that way. The AC engineers 
wanted more time to finalize production stan- 
dards, and so the major International Salons of 
1974 and 1975 have come and gone with mid- 
engined ACs on the stand but none for sale. Sales 
Manager “Jock” Wright rapidly amassed some 
1200 firm enquiries, which he had to stall, but he 
could argue that whereas some specialist car 
manufacturers specify a three-year waiting list 
for established models, AC were spending a 
similar time getting their new car absolutely 
right. Recently I was given the chance to judge 
how close they are to their target when AC let me 
ve a day’s development mileage on their test 
ack, with assistant sales manager Keith Judd. 
Keith has been closely involved with the 3000 
since its inception. One day in 1970 he heard that 
one of his Cobra customers, Robin Stables, was 
selling the car to finance a specialist sports car 
prototype. Peter Bohanna was building the new 
two-seat coupe, using a transverse Austin Maxi 
1750 engine and five-speed gearbox package 
mounted amidships. Eighteen months later, 
Bohanna and Stables appeared outside the AC 
works with their first Diablo 1750, and Derek 
Hurlock — at that time Managing Director of the 
company, and now Chairman — was impressed. 
Bohanna and Stables had no real production 
facility and, by the time the Diablo appeared at 
the 1972 Racing Car Show, AC had decided that 
they would like to take it on. It was a similar kind 
of outside-originated idea to that of the original 
Ace sports car — prompted by John Tojeiro — 
and of course the Cobra, conceived by Carroll 
Shelby. It was just the kind of project AC can 
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pick up and carry through so well. At that time 
abour and logistics problems with Frua in Italy 
had made continuity of AC 428 production almost 


impossible. Since 1965 ‘‘only about a hundred” 
had been produced, and in any case the 7-litre’ 


Ford V8-powered luxury car was in a dying 
market. 

So, development began on the more modest 

lassfibre bodied Coupe. The supply of Maxi units 

om British Leyland could not be assured — 
raising question marks over both engine and 
gearbox — and AC therefore turned to Ford for 
the engine and to their own technical staff for a 
five-speed sump-mounted transmission. AC had 
made their own gearboxes for the Ace and their 
bread-and-butter line of tricycle invalid carriages, 
and under the direction of Bill Wilson the new 
"box was quickly under way. New MD and Chief 
Designer Alan Turner took a long hard look at the 
Diablo, and sat down to a lengthy (and near total) 
redesign without changing the basic concept. His 
redesign and a long, long programme of test and 
improvement has occupied the Thames Ditton 
works ever since, and production is now (tenta- 
tively) within sight. 


Development 


The basis of the ME3000 is an enormously 
robust chassis platform, formed into a perimeter 
monocoque with hefty box-section sills. A small 
centre tunnel houses water pipes and rod gear 
linkage, a massive foot box forms into a forward 
bulkhead, and the rear bulkhead houses a 12-13 
gallon fuel tank around the car’s centre of 
gravity. Suspension front and rear are by double 
wishbones and coilsprings and, along with the 
power unit, are slung on tubular subframes bolted 
to the bulkheads at either end. The bare chassis 
looks like some kind of Normandy Landings 
amphibian from the Wheezers & Dodgers depart- 
ment, but it weighs only around 200lbs and is 
very strong. The GRP bodyshell bolts to the 
chassis, being easily removable for major service, 
and its doors include enormous side intrusion 
barriers spreading shock loads into the chassis 
through their binge and lock systems. If I had to 
hit a tree broadside in any mid-engined fibre 
Coupe, I think I’d be happier if it was this one! 

Power is supplied by a Dagenham Ford 


-148bhp (DIN) at 5300 


Granada V6 displacing 2994cc and producing 
m, with torque peaking at 
173lbs/ft at 3000rpm. It is, of course, a short and 
narrow unit, and snuggles down broadside behind 
the 3000’s rear cockpit bulkhead, with its flywheel 
to the right. This mounting puts the dipstick on 
the inaccessible forward side of the engine, and it 
has been lengthened to conip msate. Forward 
speck plugs are still within reach, and other items 
ike the starter motor, alternator and distributor 
are more treely accessible on the back. 

A triple-roller Renolds chain takes drive from 
the standard clutch backwards and down to a 
same-size sprocket on the gearbox mainshaft. The 
gear clusters are made by Hewland for AC, and 
they reside in a new sump-cum-gearbox housing 
with AC’s delightfully antique script cast in. The 
British V6 has not yet passed US emission tests 
and, since America must obviously be a major 
market for the new car, it is possible that the 
Cologne 2.6 unit must be used. Incidentally, a 
very complex but neat silencer system has been 
developed which has the potential for handling 
over 5#-litre engines or their equivalent: looking 
forward to the ME3000 Turbo, you see... 

The 3000 bodyshell is very pretty in the flesh, 
although in the photographs it pales looks toc 
knobbly and bitty to be considered really hand 
some. It is double-skinned in areas like the wheel 
arches to preven’ stones starring the outei 
surface, and all bodies are to be spray-paintec 
rather than self-coloured. Radiator air enter: 
through a conventional nose intake, and exit: 
through a nose-top duct, while pop-up headlamp: 
are fitted. Wolfrace cast light alloy wheels ar 
standard, the spare being stowed in a nosi 
compartment behind the radiator duct. A remov 
able roof panel is designed to stow in the sami 
compartment, while the cockpit’s rear screen ii 
set vertically between quarter pillars skilful) 
angled to minimise blind-spotting. A rather ugl) 
vented panel covers the engine, while behind th 
engine bay is the 3000’s remarkably large (near!) 
18cu.ft.) boot. One prospective customer wa 
worried only about the car’s capacity for swallow 
ing a set of golf clubs, and he ought to be we 
satisfied. This boot could swallow several. 

The development hack currently in use is th 
second to be built. Its shell differs from the nov 
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Left: The Wolfrace wheels give the ACavery pu 


virtually finalized production design in several 
respects. Its nose planform is curved while the 
later shells are squared-off, the radiator air exit is 
now neatly louvred, and the cabin roof is to be 
slightly domed instead of perfectly flat as on the 
hack. Den ite some 12,000-miles of really hard 
and merciless motoring, the hack glistened in 
metallic turquoise green, just a few blemishes 
around the rear end showing where it had once 
been rammed from behind and had a new tail 
grafted on. 


Driving the 3000 


The 3000 is a surprisingly small car without 
being cramped in any way. It’s one of those per- 
formance cars you “slip on”. The high side sill 
forms a reassuring presence beside your elbow as 
you relax in a well-shaped driving seat, wrapped 
round to support the thighs, small of the back and 
rising high behind the shoulders. The hack’s 
upholstery is vented vinyl, but corduroy fabrics 
are specified for production. 

Foot-pedals are slightly offset by a mildly 
intrusive wheel-arch, but headroom is good even 
for a six-footer. Craning round you see the 
massive upholstered roll-over bar arching around 
the roof between the quarter pillars. The reverse 
view over the tail is very good, while forward visi- 
bility through the steeply-raked screen is 
excellent. 

On the hack, the gearlever is a couple of inches 
too close for comfort, and this and the centre 
tunnel are both being modified for production. 
| Little bit of throttle, twist the key in its column 
|lock, and the V6 vibrates and booms into life 
| behind your back. As it settles down its vibration 
lis iaoaly noticeable and the noise (even in the 
hack, which has no sound-deadening whatsoever) 
is remarkably muted. 

Now the gearchange, spring-loaded into the 
third-fourth plane. Over to the left, forward for 
first. Heavy, but it’s there. Few revs, long clutch 
travel, it bites and we're away. Ker-clunk, back 
into second. Push forward, the spring draws the 
lever across, forward again for third. Straight 
back into fourth, then forward and a shorter dog- 
leg to the right for fifth. 

y this time the 3000 is slithering smooth] 
through the curving country lanes. It shrinks still 
more around you and feels a very small car, one of 
those pleasantly solid-feeling machines which 

omes an extension of the driver’s hands and 
feet. The steering is quick and direct and there’s 
little kick-back, but there is an annoying thum 
and joggle through the hack’s well-used rack-and- 
— (subsequently traced to some loose 

ings). The gearchange is decidedly a two- 
movement shift, rather vintage in feel, which 
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cannot be rushed. But it is precise and the ratios 
are nicely chosen, with fifth close to fourth as a 
“built-in overdrive” for motorway work — giving 
about 23mph per 1000rpm. Bill Wilson's produc- 
tion ‘box is to have modified selectors giving a 
less notchy feel, and this may make the change 
quicker, but it feels direct, is certainly not vague 
nor rubbery, and I found it very pleasant. It’s a 
change which makes the driver think “sports car” 
rather than ‘‘shopping car which anyone can 
drive” and it makes him concentrate on his 
driving. Certainly it’s a better change than the 
foot-long quantpole in a Lamborghini Uracco 
which I drove recently, and it offers more security 
down-changing into corners: at least you’re sure 
the AC is going to select a gear! 

Into tight corners the 3000’s built-in degree of 
understeer builds up under power, but backing off 
tightens the line and the tail — under a 60 per cent 
unladen weight bias — never got out of line. All 
the change of attitude comes from the front. 

Ride is good and firm without being hard, roll 
well-controlled in tight turns, but too little 
rebound control on the rear shockers gave a dis- 
concerting waddle at high speed on a rippled 
surface. Armstrong are still working on the 3000 
damper settings, in fact. 

At 80-85mph, the car sits four-square, a car one 
leans through curves rather than consciousl 
steers. Noise level was always surprisingly civil 
ized, with only wind roar from a poorly fitting 
window really intruding . Up around 122mph a 
crisply hardened engine note finally made 
conversation impossible, and with noise insula- 
tion this can obviously be contained. The Ford V6 
is a notably smooth if rather woolly and 
unspectacular engine, but it has plenty of low- 
down torque and when matched to AC’s 

romising five-speeder its acceleration is of the 
ong-legged, go-on-for-ever variety. 

The four-disc non-servo brakes require consider- 
able pedal pressures but they instill as much 
confidence as did the rest of this promisin 
newcomer from AC. My day’s drive in the hac 
didn’t exactly leave me overwhelmed and breath- 
less, but more quietly impressed with a well-con- 
ceived and very pleasant mid-engined grand 
touring car. Its long-legged stride makes it a real 
mile eater, and even after pressing on hard 
through country roads Keith Judd and I emerged 
fresh and ready for more. 

With that kind of effortless character, and such 
ae and usable luggage space, the AC 

E3000 is a grand touring car in the modern 
idiom. If Derek Hurlock’s company can put it into 
production for the inflation-dependent tag of 
around £6000 currently being quoted, they could 
be on a winner. It’s a half-price Uracco, and it’s 
very British. Now, about this Cosworth-powered 
Silhouette racer... oO 


Above: The original Bohanna Stables Diablo 1750 
surrounded by invalid car doors in AC’s glassfibre 
works. Below: The ME3000’s very robust chassis. 
Bottom: The car’s sump transmission for the Ford 
V6 — engine and gearbox oils are separate. 
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Whatever one’s feeling about working directly for 
a large car manufacturer, one thing I’m not doing 
at the moment — something I’m very grateful for 
—is stagnating. The other week’s programme was 
fairly typical: Tuesday, testing Mini 1275 GT 
racer; Wednesday, press demonstration and test-: 
ing of TR7; Thursday, testing Dolomite Sprint; 
Friday, testing Stratos; Saturday, rallying 
Stratos; Sunday, racing Mini! 

Throw in the occasional forum and visits to 
Abingdon, in addition to my own personal keep-fit 
course (which consists of evening excursions to 
the local rough country on my Enduro 250 Trials 
bike), and it’s easy to get the picture. . . you have 
to think all the time! 

Starting with the least painful aspects first, it 
was a very nostalgic feeling to be involved with 
Minis again. My first acquaintance with the little 
tin box was way back at the turn of the century 
when Tony Pond Esq was determined to hit the 
big time in stage rallying. To achieve this modest 
ambition he acquired a concourse condition Mini 
(well, there were a few rusty crossmembers, and 
the doors didn’t fit, but that was not how the car 
dealer described it!), polished the headlamps, and 
entered the Sutton & Cheam MC Tempest Rally. 
The car cannot, on reflection, have been that bad, 
because we won! However, a revered page of this 
magazine is hardly the most sympathetic vehicle 
for sentimentality — back to 1984.... 


Memory Lane 


IT hadn’t driven a Mini for five years; it felt so 


strange, the evil little beast! Understeering . 


furiously about the place, and twitching madly 
around the circuit, the Mini still has that mind of 
its own, and the memories flooded back. Any 
excuse I can find to go motor racing is grabbed 
with both my sticky little hands, as first and fore- 
most it’s excellent practice for everything from 
the Tour of Britain to the Manx, and secondly 
because I enjoy myself so much. 

The Abingdon 1275 GT which the boys have 
been building up is ultimately intended as a 
celebrity car in the Leyland-supported series, but 
as far as the latter is concerned, there is no com- 

arison between this championship and Shell- 

ort Mexicos races for Renault 5s. This type of 

ini racing is fun with a capital “F’’—it’s exciting, 
hairy, and the driver really has to work for his 
living. Nothing less than 100 per cent effort will 
do. In short, it’s the kind of racing which the 
ageing Mr Pond still relishes. The car itself has 
been prepared as cheaply as possible, both 
because it is not within the overall competition 
budget, and also because we want to be able to 
offer replicas to would-be buyers. Quite honestly, 
I was very surprised with the results: it goes like 
stink! All that has been fitted is a “649” camshaft 
and twin ljins SU carburettors, no big-valve head 
or any of this specialized stuff. The only other 
modifications apart from obvious safety ones, are 
longer lower track control arms, which give you 
some more negative camber, and shimmed rear 
geometry to make it less inherently an under- 
steerer. The result of the mechanical tweaks is 
78bhp at the wheels, which impressed me, and the 
car is a sensational little roadburner. Someone 
could certainly hurt himself in one of these, 
whereas he would have to try very hard to do that 
in Renaults or Mexicos. 

We took the car up to Snetterton for pre- 
practice practice, just to see how competitive we 
were before all the other ‘ideas men”’ arrived. I 
was getting down to a regular 1m 32s on the new 
circuit. It was peaceful and pleasant. Until Gerry 
Marshall arrived with his production saloon dicer! 
Of course, we ended up throwing caution to the 
winds and having a massive wheel-to-wheel “ding- 
dong”. Gerry was trying everything he knew and 
I was determined not to let him get away — great 
fun, these unofficial test sessions! : 

The Vauxhall and the Mini were ideally 
matched down the straight bits, but the corners 
were a real contrast in lunacy with Gerry sliding 
in, almost totally obscured in tyre smoke, on the 
bump-stops of the steering rack, tail hanging out 
onto the grass, and me, willing the Mini round 
with what seemed to be a nasty case of terminal 
understeer — a real small-time John Rhodes epic! 
I eventually outfumbled him, but he immediately 
took me back by driving straight over the chicane 
— flat! You can’t trust these racing drivers an 
inch. That time round we did a 1m 31s, and the 
conditions were patchy — wet and dry. We 
thoroughly enjoyed ourselves, him totally side- 
ways in this Radio One car, and me understeering 
all over the place. By the time we came in he was 
getting quite ecstatic about it, beaming all over 
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Tony Pond 


“By comparison with driving a 
special stage competitively, 


circuit racing is like taking a 


holiday. . . . It really is an un- 
complicated sport—the exact 
opposite of rallying.” 


his face and leaping high over the barriers. 
Tremendous. Of course, as he said, he was only 
running in his tyres (!). 

We didn’t really know whether the Mini was 
competitive at all, so the team were quite pleased 
to end up on the second row of the grid. We tried 
running on Denovos for a while, but after a couple 
of quick laps the tryes overheated and went off 
drastically, so we ended up on SP Sports with 
12in rims. We obviously run these size of rims 
because the car is marketed with them as 
standard equipment. The aim of our project to get 
the car competitive and regularly into the top 
three so that we can then attract the right sort of 
celebrities to drive it. What is not required are the 
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“Any excuse I can find to go motor racing is grabbed.. 


sort of celebrities in which ShellSport etc are 
obviously interested with their Mexico aye 
Besides any other considerations, Minis are diffi- 
cult to drive compared with ShellSport Escorts, 
they steer and twitch about like crazy — it’s like 
driving a broken-backed roller skate! An in- 
experienced driver could rapidly come to grief in 
one of these little boxes; and you're in among a 
group of drivers who are firmly out to win. 
Unfortunately, our plans took a bit of a dive as 
the carburrettor linkage fell to bits before the first 
corner, so I did the first lap on only one SU. How- 
ever, once we’d put that right, I lurked furtively in 
the pits, waiting for the heroes to come round, and 
eventually rejoined just behind them. I couldn’t 
catch them, but they didn’t lose me either, so at 
least the car is reasonably competitive. . . . 
Sometimes I think I enjoy motor racing more 


‘than rallying, it’s so much more civilized. It’s the 


exact opposite of rallying, where you're slogging 
all day and probably all night At a racing circuit 
the driver poses shamelessly in the pits during the 


morning session, “psyching” furiously at every- 


one who comes along. He then goes out, sets his 
practice time and retires to the hospitality unit 
until its time for his 20-minute thrash. Immedi- 
ately that’s over, drivers head like lemmings for 
the bar or home, depending on how thirsty they 
are and/or how well they’ve done. It really is very 
uncomplicated sport! 


Testing 
TR7 development is progressing well. The team 
are still be neler with spring rates and 
shock absorber settings in order to locate the axle 
properly while allowing maximum traction. The 
reason why this is necessary is simply because the 
competition axle is so much heavier than 
standard. We naturally use the same mountin 
points, but the locating method has to be beefed- 
up. Of course, now that Brian’s away on holiday, 
we can really get on with it!! I hear he’s been 
saving himself for the indigenous female popula- 
tion, so when the steward opens the door of that 
aeroplane in Nairobi, the airport authorities are 
going to have to work fast before a rampant, 
white version of General Amin gets among the 
loin cloths! He’ll be in there like a vampire! 
_ Back to the TR7. I personally feel that Bagshot 
is a very dangerous place to develop a rally car 
because it’s so easy to finish up by building a 
“tank’’. The important thing in testing is to be 
able to lap consistently against the watch rather 
than to rely totally on drivers’ impressions. It’s 
all too easy to get the idea that you're going 
uicker, when all that is really happening is that 
the driver is working harder — it’s so difficult to 
tell on the loose. Rallying is certainly a whole lot 
more difficult than circuit racing. Compared with 
driving a special stage competitively, circuit 
racing is like taking a holiday. On a stage, every- 


a1275 GT at Thruxton. 


.” Pond exercising 
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thing is happening at once, it’s all against you, 
and the driver has to make lightening decisions 
every split second. Is the surface going to change 
around this corner? Does the bend follow the tree 
line? What are the chances of this blind brow 
being ‘‘straight’’? The driver is forever working 
and he’s got to be setting up his car just right 
every time in order to be with the Roger Clarks of 
this world. ; 
As far as circuit racing is concerned, once 
ou’ve found your clipping and braking points, 
it’s almost monotonous. Unless I’ve got people all 
around me, I find I can get bored in three laps! 


The accident... 


And so to the sad subject of the Cheltenham 
Festival. In the unfortunately brief moments 
available for testing before the rear caliper 
sheared, the Stratos seemed to be oversteering 
quite viciously, but I had not really had time to 
work out whether this was my fault — simply 
because I had been driving too many cars lately 
and was in consequence handling the Stratos too 
roughly, or perhape it was the combination of the 
newly rebuilt front end and the rejigged rear. The 
danger inherent in this form of rapid adaptation 
to.a number of different cars is that it will catch 
out the driver in the end. 

We were unhappy with the car on Esgair 
Dafydd, the first stage, and in fact the act of 
changing gear was unnerving enough, because the 
moment a hand left the steering wheel for the 
gearlever, the Lancia would flick itself across the 
road. The sheer drops on the edges of this stage 
look even longer when these “moments’’ are 
happening on the straight. This twitchiness is a 
Stratos tendency, but it seemed far more pro- 
nounced that morning (we in fact nearly spun 
three times, and I’ve only spun a car three times 
in my life). Had we ha 
doubt we could have adjusted out the viciousness. 

As far as the accident was concerned, there 
were a number of factors involved. The most 
dangerous assumption to make on a stage is to 
think that you know it completely. I knew that 
bend at the finish of Halfway existed, but I also 
knew the straight preceding it existed. The 
braking has never been good on the ’Flag Stratos 
because it has the earlier type of system, the 
pedal is too hard and lacks any feel of the road 
surface. 

The team have been waiting to convert it to the 
servoed four-pot Lockheed system, but it’s the old 
story of lack of spares from Italy — the work 
requires special Lancia uprights, the works have 
been using this new system for some time. But in 
the meantime the present system feels as though 
one is treading on a brick when applying the 
brakes. I had, I thought, taken this into account, 
and there seemed to be enough initial retardation. 
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more time, there’s no’ 


‘| could hear petrol pouring out 
like fountains from the saddle 
tanks; it was cascading in rivulets 
down the side window like a 
tropical monsoon rain. For the 
first time in my life, | experienced 
the symptoms of claustrophobia.”’ 


We flew over the top of the crest just before the 
flying finish and the surface changed completely 
to a very hard base with tiny bits of grit on top; 
what racing men would call being on the 
“marbles’’. As we came onto this surface, the car 
began the last pirouette, and it was then that a 
left-hand-drive contig uation played the greatest 
part of all. If I had been driving from the other 
side of the car, I know I would have veen in the 
correct position on the road, but I wasn’t. In that 
split second I had the opportunity to place it as I 


The exciting TR7 being put through its paces — “now that Brian’s away on holiday we can really. get on with it!” 


* 2 


. Pond’s weapon — the long awaited TR7 is shown publicly for the first time. = 


would have placed a RHD car. We were a good 3ft 
out from the inside ditch, which, had I been over 
there, would have got us round with no trouble. I 
simply had not pulled the car hard enough across 
the road, but even without this precaution, 
neither of us thought we were going to go “‘off”’. 

It seemed that the car was going to come to a 
sideways halt and we could then shove it in first 
gear and sally forth again, but the Lancia popped 
a rear wheel over the edge and the weight bias did 
the rest. We slid about 80ft down, between two 
trees, before the car toppled over its tail into 
another tree, and slithered down on its back. 

Mr Richard’s door was firmly jammed, and 
mine was against the ground. The only way out 
was through the screen. I looked up at Richards 
hanging from his straps and I could hear the 
petrol pouring out like fountains from the saddle 
tanks, it was cascading in rivulets down the side 
windows like a tropical monsoon rain. For the 
first time in my life I experienced the symptoms 
of claustrophobia. The screen did not want to give 
way, but you don’t half kick hard when you're 
upside-down and your life is on the line! I was out 
of there like a rabbit with a ferret on its tail! a) 
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Shucks.... 


Congratulations on the new look AUTOSPORT. 
Worth every extra penny and certainly the best 
magazine of its type. When I read the previous 
week that the magazine was going to have a ‘new 
look” and would cost 7p extra, I was a little 
dubious but there was no need to worry. Well 
done, keep up the excellent work. 


STRATFORD-ON-AVON, WARKS. A. 'T. CROWCROFT 


.... fellas 


I have just read your latest issue of AUTOSPORT 
and I have never read a better motorsport maga- 
zine in my life, and that includes European and 
American magazines. 

Congratulations! 


WHITCHURCH, CARDIFF M. CRACKNELL 


Oh, well 


I am sorry. Your new volume of AUTOSPORT, 
complete with 7p increase in price, is bloody 
awful. After 10 years I have bought my last. 


WHITLEY BAY. DAVID BAINBRIDGE. 


Good value 


I would like to voice my opinion about the so 
called “‘hard-done-by” motor-racing spectators, 
who have been filling your Correspondence 
columns of late. 

Being a rugby enthusiast as well as a motor- 
sions enthusiast (a competitor for four years), I 
would like to put into perspective the relative 
entertainment values, price for price, of these two 
sports in particular. 

At a Sunday afternoon rugby match at Cardiff 
rugby ground (Welsh cup semi-final) a grandstand 
seat costs £1.25 for 90 minutes entertainment. A 
comparable seat at a championship meeting at 
Silverstone will cost you £1.20, for three times as 
many hours entertainment. 1 am not complaining 
about the cost of watching either of these sports, 
I am just pointing out that in terms of value for 
money, motor racing must be near the top of the 
league. 

I am sure the same must apply for people who 
support league football and watch motor racing. 


Paying comparable prices for seats they are’ 


getting as good as, if not better, value for money 
in terms of entertainment and facilities (in 
particular at MCD circuits and Silverstone). 


CUMBRAN, GWENT. A. JONES. 


Get on with... 


Our Company R. E. Bates & Son (Builders) Ltd 
are new to sponsorship and as such we are 
observing motor racing from a different angle. 
Our envolvement is in FF2000 with Geoff Friswell 
and as such I was in a good position to see the 
accident on March 21 at Mallory, as I was on the 
pit road. 

For anyone to pin sole blame on a driver a slow 
motion camera would be needed, the injured all 
blame each other but this is really secondary to 
my point. 

In a formula as close as this the top boys are 
bound to be close, I feel AUTOSPORT was totally 
a | to aportion blame, and from that point of 
view I can see Syd Fox’s point (Correspondence 
last week). Secondly your stir regarding Needell 
and Fox was equally unwise, for the same reason. 
The racing to date has been good, please report 
that and leave other, less reputable magazines to 
publish opinion! 

This is not a knock at AUTOSPORT. I have had 
nearly every copy since Volume 1 No. 1 and 
generally your reports are second to none. Do 
what you do best — factual reporting. 

Finally, I would like to express our thanks to 
Geoff Friswell, who drives and prepares the car, 
Vic and David of Hawke for help received, Roy 
Smith, our PR man, for his enthusiasm, and 
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AuTosporRT for the first issue of the new 
magazine: a new chapter, all power to your elbow. 


LEICESTER. Roy BATES 
(Director, R. E. Bates & Son (Builders) Ltd. 


... the racing 


In connection with the first-lap incident at 
Mallory Park on March 21, as the erstwhile 
entrant of Syd Fox and the present entrant of Tiff 
Needell, I feel it is about time all the comments 
made by spectators, drivers and amateur 
observers should cease. Whatever the whys and 
wherefores are concerning the incident, the 
matter was dealt with by a full inquiry after the 
race by the Stewards and should now rest there. 

Such incidents are bound to occur from time to 
time in competitive racing and they should onl 
be dealt with by the duly appointed officials. It is 
now about time that the incident was forgotten 
and everybody got on with racing. 


LONDON W11 R. A. MCKINSTRY 
(This correspondence is now closed — Ed) 


Missing the point 


I think the main point with regard to Ann Moore 
is being missed. She has done more to promote 
motor racing in the national press and on tele- 
vision than any other person this year. 

Her sponsors justified their investment in the 
first week and if all sponsors were that happy you 
would have them queueing up instead of the great 
difficulty to find one. 

Ann enjoys her motor racing and if she finishes 
last in every race she will still sign more auto- 
graphs and have more pictures taken than 
anyone, so to my mind she is a winner all the way 
and unless the motoring press are going to inform 
us who came last in every race they should leave 
her alone so she can carry on doing what all the 
winners cannot do, promote the sport. 


WROTHAM, KENT. FRANK BRADLEY 


(Elden International Racing, 


Brittan’s... 


Congratulations on AUTOSPORT in its new form — 
except for one item, which, although small and in- 
significant really, mars the excellent remainder; I 
am referring of course to Nick Brittan. 

Some of his recent tirades against, BRSCC, 
Clubman’s Register, Grovewood Awards, Jim 
Clark Foundation, British Leyland, (and I’ve only 
checked a few back copies), were incredible in 
their viciousness, and his attack on BARC, factu- 
ally inaccurate as are all his reports, reaches an all 
time low in his demoniac ramblings. His aside at 
Formula 2 as, english no-hopers and unheard of 
continentals”, is the utterance of a man whose 
tiny mind is completely bitter and twisted as a 
result of his own failure ever to reach the higher 
echelons of the sport. 

Our greatest enemies could not attack with 
greater venom. 

Does AUTOSPORT want to lose from its reader- 
ship a ec proportion of BARC, BRSCC, Club- 
man’s Register, etc, members and supporters — 
we don’t want to read about a sport which is not 
worth supporting — which is the case according 
to Brittan. 

Please AUTOSPORT, he ruins a good magazine — 
get rid of him. 


ABERGAVENNY, GWENT. D.N. JONES 


... boobs 


With regard to your article headed “Beeb 
Wobblies” in Private Ear last week, I must point 
out, on behalf of CHS Publicity, that the informa- 
tion given was inaccurate, misleading and totally 
out of context. 

For the record, CHS Publicity Services Limited 
are the official contractors to the Football League 
who have an agreement with the BBC and ITV 
that there will be no “one-offs” at football 


the editor is not bound to agree with readers opinion: 


grounds for televised matches. We are therefor 
under a strict obligation to comply with th 
instructions of the Football League and we do no 
sell ‘‘one-offs” as implied in your article. Othe 
smaller contractors may do, but we do not. Yo 
will therefore understand that I take the greates 
possible exception indeed to having been mis 
quoted in your hitherto praiseworthy magazin 
from information supplied from a freelance con 
tributor contemptuously hiding behind somebod: 
else’s back. 

CHS Publicity Services Limited is a young 
rapidly growing company very jealous of it 
reputation for behaving in a straightforward an 
impeccable manner, which has already resulted ii 
its being acclaimed Britain’s leading outdoor con 
tractors in the world of sport. 


CHS PUBLICITY SERVICES LTD. 
WELLING, KENT. 
BRIAN BEARI 
(Advertisement Manager, Footbal, 


Standard letter 


The following is the text of the standard lettei 
sent by the BBC to all those who complainec 
about lack of television coverage at the Race o 
Champions. 


I have been asked to thank you for your recen 
letter about the “Race of the Champions” a 
Brands Hatch. 

Your comments are noted, and we are glad t: 
have this opportunity of clarifyng the BBC’ 

osition, but as we have received a number o 
etters on this subject, we hope you will accept th 
necessity for a standard form of reply. 

May I begin by explaining that we have bee: 
concerned for some years about the appearance o 
advertising material on racing cars. In 1968 th 
BBC reached an agreement with the main autho 
ities concerned with motor racing over the siz 
and prominence of commercial advertisements 01 
cars, our object being to ensure that the camera 
would not be obliged to concentrate on obtrusiv 
advertising at the heart of the action. Some of th 
interests concerned, notably the makers of tyres 
lubricants and so on, have abided by the lim: 
tations that were then set, but over the years th 
shape of racing cars has changed, and some of th 
sponsors of racing teams, whose busines 
interests cover products not directly relating t: 
motor cars, have taken advantage of the fact. 

We were becoming increasingly concerne: 
about this situation when the proposal by Londo: 
Rubber Industries to enter the Durex-Surtees ca 
in Formula 1 races became known and focuse: 
attention on the issue as a whole. Although w 
were well aware that the unexpected appearanc 
of the name of a brand of contraceptive on th 
screen could be upsetting to some viewers, thi 
was not the only point at issue. We decided that i 
would be unreasonable to discriminate against ai 
individual sponsor, but we were still left with th 
inescapable fact that at present Formula 1 rac 
cars carry an excessive amount of advertisin; 
material. Discussions have been going on, and ar 
still going on, with the various authorities in 
volved in motor racing in the hope of achieving | 
general agreement to reduce advertising materia! 
and that is why, although we appreciated th 
offer from London Rubber Industries to cover uj 
the name Durex on their car for the race a 
Brands Hatch on March 14, we did not conside 
that it solved the problem as a whole. 

In our coverage of events sponsored by tobace: 
companies, we abide by agreements on cigarett 
advertising which have been reached with th 
Department of Health and Social Security an 
such bodies as the Tobacco Advisory Council an 
the sporting authorities concerned. In general 
house names of companies are acceptable a 
events covered by television; names of individue 
brands of cigarettes are not. Our general princip] 
regarding the advertising at sports grounds an 
race tracks, whether the events we are coverin; 
are sponsored or not, is that the advertising mus 
be in the background. In other words, it is part 0 
the atmosphere of the event, but it is not seen a 
the centre of the action, and this is where moto 
racing poses a special problem. 


BBC, LONDON W1. 
Miss SHEELAGH MULLIN 
(Programme Correspondence Section 


AUTOSPORT, APRIL 8, 19° 


neCViCNERMOR Se ES 


Sadler: Mr Lindell, apart from your 
famous moustache, you are a 
legendary figure when one thinks of 
the 1000 Lakes. What does your 
work with this really entail? 

Lindell: Well, it can be said that it’s 
mainly administration work, 
including all the paperwork and 
organisation outside of the rally. I 
don’t do the technical jobs on 
the stages and _ the route. 
Administration and public relations, 
plus the negotiations with sponsors 
and so on, those are my main tasks 
there. 

How about remuneration, you must 
be employed by somebody, or 
through some system? 

Both rallies; it’s divided. I get paid 
for the Arctic Rally and 1000 Lakes 
now by the rally organisers. We have 
formed an_ association called 
“Famous Finn Rallies” and in the 
future I will work for this, which will 
be an organisation in itself. The 
members of that are from both 
rallies. At the moment it is not final, 
because next year I think we will 
have big difficulty in finding a 
sponsor. It looks as though all 
advertisements of cigarettes and 
tobacco will be banned in Finland. 

Is it possible for you to describe an 
average month’s tasks? 

It is impossible, because there are no 
average months — or average days. 
The best thing about my job is that 
there are no averages, although 
there are 16 or 20 hours of work to 


some days... . 
You must travel fairly extensively in 
connection with Finnish rally 


promotions. How many visits to 
foreign rallies will you conduct in a 
year? 

About six or seven. The RAC Rally 
is a must. I have been there since 
1968. It was the first international 
rally I ever visited. Others include 
the Portuguese, Swedish, Acropolis 
— every year different rallies. It 
depends, because sometimes I am an 
Inspector on behalf of the CSI, so I 
never make firm plans of where I will 


go. 
The tobacco advertising ban will 
affect in particular the 1000 Lakes 
(sponsored by North State, a British 
American Tobacco cigarette 

brand) and the Marlboro Artic. So it 
sounds potentially very serious for 
both events. 
Very difficult to say. I hope we will 
find another sponsor who will be as 
good as Marlboro, but it’s still 
possible that Marlboro will be our 
- aoe ee} next year — nothing is 

ecided yet, but in any case we have 
started already to do work for the 
next Marlboro Arctic Rally and we 
have all of this year’s time to work it 
all out. 
Your time is obviously wholly 
committed to rallying — when did 

ou first become involved? 

ell, I started in 1958 — when I was 
putting advertisements on the cars 
of the 1000 Lakes Rally. But this job 
began in 1970, when our former 
chairman of the Organising 
Committee was elected to be a 
Member of Parliament and he 
couldn’t go on. We had to find 
somebody else and I was studying in 
Jyvaskyla at that time ... with 
nothing to do except to study. So I 
soon forgot studying. After putting 
advertisements on the cars at pre- 
scrutineering I was then a stage 
marshal for many years — all that on 
a voluntary basis, of course — after 
which I have been paid, on a part- 
work basis in the beginning. 


What are the peculiarities of 
organising an International in 
Finland? 


To start preparing a rally in Finland 
the work begins with a general plan, 
which ‘oclietes the dates, which will 
be decided many years before. But 
the main beginning is to produce the 
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Master of ceremonies 


The sight of Mauri Lindell’s jovial, moustachioed countenance 


moving swiftly throu 


the lobby of an international hotel is a 


sure sign that there is a World Championship rally in the 
vicinity. To find that all the lifts, bar counters and concourses 
have been liberally bestickered with “Jyvaskylan Suurajot 
Rallye”’ is conclusive evidence of the presence of this 
archetypal rally-Finn. IAN SADLER tracked him down recently 
to talk about both his country’s famous international rallies. 


regulations, which tend to change a 
bit every year, and we have to 
comply with the CSI regulations. 
For the 1000 Lakes we are happy to 
get the Yellow Book before the rally, 
but still very often after we have 
published regs. On the Arctic Rally 
we get the book three months after 
the event. Then begins the paper- 
work — and we Se a lot of 
paperwork in Finland because of the 
authorities and to obtain all the 
necessary permissions. 

Are there many different authorities 
or regions concerned? 

Counties like in England, about the 
same size. But we have to deal from’ 
scratch with each authority. 

When it comes to the event, are 
marshals and police paid for? 

They are voluntary, and the police 
force are ‘on duty’. Paperwork for 
private and closed public roads is 
the same because the county council 
gives the permission to close the 
road and then the police have to give 
another permission for us to run a 
aon there, so it’s a kind of double 
work. Then, if it is a private road, we 
have to have permission from the 
road owners and so on. To show you 
what kind of a job it can be — you 
can take 2kms of road and find that 
there might be as many as 20 
owners! It is seldom that bad, But 
there are such roads. 

Are you greatly affected by popular 
Be — and the need for pre-event 
It becomes more difficult year after 
year. There aren’t very many people 
pene rallying but the few 
objectors are very noisy people and 
this is part of a bigger problem in 
Finland because we have a very 
noisy small band of people who are 
against any motoring, especially 
private cars. They speak about 


pollution and that kind of 
disturbance. 

I understand there has been some 
pressure in recent years to cut down 
on the number of roller-coaster fast 
“yumping”’ stages? 

That we did last year. 

The authorities decided on this 
policy, for safety reasons? 

Not the authorities — it was mainly 
from the competitors because they 
realised that the speeds which they 
use are much too high and 
dangerous. and, of course, the 
problem with spectators we have 
had now for many years. You, in 
Britain, now realise too — you have 
had it for many years but only now 
have you realised. I was scared on 
the first RAC Rally I attended in 
1968 — it was terrible. Of course, the 
crowds are much bigger now, but the 
mentality of spectators in both 
countries is just the same. Not as 
bad as Italy though — it is really 
terrible there. If you have a 
mountain road with a _ hairpin, 
outside the asphalt road there is 2m 
shoulder, they will happily stand 
there. 

I heard a report from a couple of 
years ago that a stage had to be 
cancelled due to unruly spectators — 
after a couple of competitors had 
been given frights. Was this true? 
The chairman of the stewards drove 
— the stage in question and 
saw how it was. It was badly 
organised by the particular local 
club. They hadn’t people enough to 
take care of it, and he said the stage 
must be cancelled. Before that, 
however, Timo and Stig had been 
through at competitive speed. 
Everybody else drove though slowly. 
Luckily nobody came and asked for 
their money back. 

Obviously the policing of spectators 


is important, how many marshals 
will tackle this thankless job? 

On every stage we have, maybe, 70 
crowd marshals. Altogether about 
100 officals on a stage. 


That sounds a good reflection of 
popularity, having that many people 
to draw upon.... 

That depends, because we have to 
pay the local clubs for organising a 
stage. In the past, all the stage were 
run as spectator stages and we had a 
deal with the local club to split the 
money we collected from spectators 
50-50. Now, last year, we tried a new 
system were we had only 12 or 13 
spectator stages, but that didn’t 
work out very well, and the 
economics were very bad because for 
all the other stages we had to pay an 
average of £250 to each club, It 
meant less money, so now it’s back 


totheold system.... 

Do you ever think that spectators 
could cause the rally severe 
restrictions? 


It is possible, but still very far away. 
The quest for inherently safer 
stages, is there much luck? 
We changed about 35 stages last 
year, but it’s very very difficult to 
find a narrower, tricky, slower stage 
and if you find one it is difficult to 
get goa sion because _ it’s 
invariably a private road and the 
surface can be very soft. When the 
rally has been through, the damage 
can be very bad. 
What is the ratio of closed public to 
private roads for stages and how is 
ape accounted? 

alf and half. We account the roads 
by making an agreement that we 
will pay the owner so much. I think 
we get a better deal than you, 
though the prices go up every year. 
Owners see the damage afterwards 
and are sometimes not satisfied. 
(Swedish professional co-driver Clas 
Billstam joins in the conversation). 
Billstam: Can’t you find any 
volunteers to put the roads back to 
the same condition afterwards? 
No, no.... 
Nobody is interested in the roads? 
Only in drinking? 
No, nobody is interested in the 
roads. 
If you look at the crowds out 
watching on the 1000 Lakes, you 
never see so many people anywhere 
else, except for the RAC. The British 
rally is about the same but you have 
to think how many people live in 
Britain and how many people live in 
Finland. ... 
That must be indicative of a healthy 
future. In Britain many spectators 
often appear to be enjoying a ‘“‘day 
out” without really being 
enthusiastic. It is sometimes 
obvious when you see them bringing 
children, dogs, and many other 
encumbrances. Are your problems 
similar? 
Yes, they are — but you,do not get 
the vodka. Drunken spectators is 
our problem. It is a very big problem 
in Finland on the 1000 Lakes. We 
have no carnival in summer, so the 
rally they make into their carnival. 
The thing is, the spectators have a 
competitionamong themselves —who 
is the bravest? Which one dares to 
stand in the track until he has to 
jump away? They are that close 
many times — and they are pissed 
out of their minds. Maybe in 
England or Monte Carlo they are 
carrying wine bottles, or bread and 
cheese, that kind of thing, but the 
Finns carry big baskets full of vodka 
bottles! 
I think the situation is a little better, 
it isn’t as desperate as five years 
ago. 
When was the last time a spectator 
wasn’t quite steady enough on his 
feet? 
Just one spectator fatality, in 1965.0 
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RICHARD PIP 
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One of the names to have emerged from FF2000 
so far this year is that of Richard Piper. With the 
previously unraced Sark, he has been on the front 
row of the grid for most of his races, and but for 
problems would have always finished in the top 
six. This racing programme is part of a long-term 

olicy that Piper and longtime partner Chris 
Facies, Hesketh Racing’s accountant, have 
evolved. 

The policy began last year although Richard, 
28, has been racing since 1970. After a period asa 
BRSCC marshal, he and Parsons built an 850 
Mini which grew eheauen the following years toa 
1.3 G2 car in '72/73. ‘It was a great bird puller 
too.’ 

They quit G2 following Gavin Booth’s 
horrifying Silverstone GP shunt in 1973 — but for 
an oil leak Piper would have been next to him on 
the grid; ‘racing wasn’t fun anymore’. 

After a frustrating 1974, the plan to make 
Richard Piper a racing driver started in 1975 with 
Richard hiring a number of drives in an Ashtune 
Van Diemen, with which he had occasional 
success. During the year, Piper decided that the 
Tour of Britain would be a good idea, principally 
to get himself better known and to _ out- 
publicize Tony Dron, and to that end, a light, 
attractive, fairly intelligent co-driver was sought. 
Ultimately Leena Skoog and Richard Piper took a 
class win in Richard’s hurriedly acquired ex-Andy 
Dawson Sunbeam Imp. 

It was generally thought that Piper would step 
» a formula for 1976, but they didn’t think that 
they’d acquire the rights to manufacture a 
formula car. But that’s what happened. Although 
Piper says the Sark (nee Starfire) is quicker than 
he is, the results have been very encouraging. 

Piper is a director of his family’s export, 
transport and shipping business in Greenwich, 
where he lives in a tiny cottage in the unlikely sur- 
roundings of dockland. But being a businessman, 
and despite having large premises, Piper isn’t 
rushing into Sark production headlong, and it will 
only be at the right moment and right time that 
the cars are on general sale. Meanwhile he 
wants to go F3. For relaxation, he courts the occa- 
sional London lady, has his private pilot’s licence, 
does a preat deal of fencing, plus occasional 
ski-ing, Cresta run and so on. An entertaining, 
charming bloke who’s treating his racing 
seriously, without getting boring about it. 
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PETER EDWARDS 


~ 


“In an English Country Garden” would be an 
appropriate theme song for Cumbria landsca 

ardener and rally driver Peter Edwards, who 

ails from Holme, near Lancaster, and drives a 
Mk 1 Escort RS1700 with dual sponsorship from 
Lakeland Motor Co (Kendal’s Ford Rallye Sport 
dealer) and the Lancaster Guardian, a local news- 
paper. 

eter has been competing in north-west events 

for several years, starting with a fast, if often un- 
reliable, Cooper S, before transferring his allegi- 
ance to Ford in 1973. A deal with Denis Dixon of 
Lakeland soon followed, and has been in operation 
ever since. 

Whilst he was always competitive on road 
events, outright victory always eluded Edwards 
and regular navigator Gordon Capstick until the 
1975 Mild & Bitter, which turned out to be aptly 
named as the event was decided only. after a long 
series of protests over organizational deficiencies. 
The R. L. Brown Rally later that year was a far 
more clear-cut win, which the crew will defend this 
year against the Motoring News circus as the 
event has been included in the series for the first 
time. 

A win on a stage event came earlier, however, 
on the Highwayman Stages in late 1974, and 
Edwards has steadily broadened his horizons by 
regular participation on BTRDA Gold Star 
and CCC events. . 

Peter and his wife Sandra have recently gone 
into the restaurant business with a premises 
situated on one of the more rallied ‘“‘whites’”’ on 
sheet 89. Rumour has it that this was undertaken 
so that the crew would be fed while on local 
events! 

The Edwards/Capstick Escort is now an estab- 


lished part of the scene in the north-west, and is | 
ectator value in the hands of 


well-known for its 
its hard-working driver. Peter’s target in 1976 is 
very definitely the Esso/BTRDA title. 


JOHN BRINDLEY 


The one thing Radio One production saloon car 
driver John Brindley does not need in racing is 
aggravation. He’s in it because he likes racing and 
cars. He drives his ex-Jock Robertson Mazda 
RX3 to the maximum of his ability, the same way 
he manages his fabrics business. 

Racing has come in three parts for Hammer- 
smith resident Brindley. First, he answered an 
advertisement as far back as 1957, when John 
Cooper advertised for a driver. John had a couple 
of try-outs at Brands Hatch in a borrowed 
Cooper-Jap, and then turned up for the trial. 
Despite not obeying John Cooper’s track orders, 
Brindley nearly got the drive, but before Cooper 
or he had time to decide, Brindley emigrated to 
Australia. That was the first part. 

The second part came in Australia, where 
Brindley dealt on the secondhand car market 
before beccming involved in the fabrics business 
For 1962/63/64, he raced a 2.6 Holden FX: three 
speed gearbox and drum brakes. With this 
machine, he won the Melbourne area champion: 
ship for gaining the best results at club level 
before returning to England in 1964. 

He quickly acquired a Formula 3 Cooper-BMC 

and in a season’s racing he won the Freddie Dixor 
memorial trophy from the BARC; his lack o: 
power prevented him from coming higher thar 
ourth, in any race, but he gained the trophy 
through consistency. At the end of the year, thi 
second phase ended when John chucked it in ti 
concentrate on the family business in the Wes! 
End of London. . 

With that well on its feet, thanks to his hard 
work, Brindley rejoined the fray late in 1972 wit 
a Capri in production saloon car racing, taking ix 
a couple of RAC rounds in 1973. The Capri madi 
way for a Camaro in 1974, and with this beas 
Brindley won his class in both the Britax an 
Radio One production saloon series last year. 

While on a shopping trip up to Gerry Marshall’ 
garage late last year, specifically to buy_hii 

orsche Targa, Brindley ended up with Joc} 
Robertson’s Mazda, with which he has ha 
several class wins this year — including one a 
Thruxton last weekend. He has also had.an_un 
fortunate contretemps with the Mallory scruti 
neers, about which Brindley remains puzzled. 

But John Brindley is in racing for the fun. Nex 
month he’ll be 43 and, with a new house to tend 
he’ll be doubly busy, for the fabrics busines 
takes up a lot of time, princi ally marketin; 
denim. Despite this, there's no Ace t that Joh) 
will remain at the front of his class in the Radi 
One series. 
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More Hunt versus Lauda 
— but look out for Pryce 


JAN PHILLIPS previews the Graham Hill International Trophy 


Silverstone is often described as the home of 
British motor racing and the BRDC certainly 
have an atmosphere in the heart of Northampton- 
shire unequalled at any other circuit. At no other 
meeting does it show more than at the Inter- 
national Trophy. This year’s race, renamed the 
Graham Hill International Trophy in memory of 
the former two-times winner, is the 28th non- 
championship race to be held at the former 
airfield since the war, and it promises to follow in 
the tradition of its predessessors. 

The BRDC have done a £70,000 deal with the 
Formula One Constructors Association for 18 
cars to contest the 40-lap race. As the Grand Prix 
will be held at Brands Hatch this year, this will be 
the only opportunity to see Grand Prix cars at 
Britain’s fastest circuit. 

Last year’s race was a nail-biter, with Niki 
Lauda’s Ferrari holding off Emerson Fittipaldi’s 
McLaren by inches after James Hunt’s Hesketh 
had blown up. This year the battle must be 
between four of those six elements again. Lauda, 
of course, went onto win last year’s World 
Championship, and has two firsts and one second 
to his name in this year’s Grand Prix. Hunt now 
drives for McLaren and has two pole positions, a 


Grand Prix second and the Race of Champions, 


victory to his credit. He’s also got a point to prove 
following the controversy over his exit from the 
Long Beach Grand Prix a couple of weeks ago. 
The popular press, in particular the Daily 
Express, co-sponsor of this race, have said that 
his nerve has cracked. Such stupid allegations can 
only be answered in one way, and we feel sure 
James will put his stamp firmly on this race. It’s 
the sort of challenge to which James responds in 
style. Despite the demise of the local Hesketh 
Racing team, James still has an enormous 
following at Silverstone and McLaren’s record 
there in recent races has been excellent. The sort 
of mood he’s likely to be in, we can’t see him being 
beaten. 

Although Lauda won last year’s International 
Trophy and Ferrari have won the race more than 
any other marque, it hasn’t really been their best 
circuit in recent years. However, there’s some- 
thing inevitable about Ferrari success these days. 
The Race of Champions, where the new T2 model 
ran for the first time, was their first non-finish for 
a long time. They’ll be running the new car again 


Formula 1 entries 


Ferrari Automobili spa (Niki Lauda) 

Elf Team Tyrrell (Jody Scheckter) 

John Player Team Lotus (Gunnar Nilsson) 
John Player Team Lotus (Bob Evans) 
Martini Racing (Carlos Pace) 

Beta Team March (Vittorio Brambilla) 
Marlboro Team McLaren (James Hunt) 
Shadow Cars (Tom Pryce) 

Shadow Cars (Jean-Pierre Jarier) 

Team Surtees (Brett Lunger) 

Durex-Team Surtees (Alan Jones) 

Frank Williams Racing (Jacky Ickx) 

Team Ensign (Chris Amon) 

Hesketh Racing/Guy Edwards (Guy Edwards) 


First National City Team Penske (John Watson) 


RAM Racing (Loris Kessel) 

RAM Racing (Patrick Neve) 

Scuderia Everest (Giancarlo Martini) 
RAM Racing (to be nominated) 

Brian McGuire (Brian McGuire) 


*Reserve entry, 18 cars to start. 
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at Silverstone and from then on for the rest of the 
ear. Its performance will be monitored closely — 
if it fails again there must be hope for the other 
teams in the World Championship. If it runs 
faultlessly and fast, it must be a Bade omen for the 
other teams, who’ve not yet built cars to the new 
ote 
Ithough form points to it being a Hunt/Lauda 
battle, there must be a strong chance of the tables 
being turned completely. The fastest man ever 
round Silverstone (unofficially) since the chicane 
was installed is Tom Pryce in the Shadow DN5B. 
He did 1m 18.0s last November (the record is 1m 
20.9s); he was also on pole position for last year’s 
Grand Prix. Shadows are of course built locally, in 
Northampton, and the unsponsored team could 
certainly do with a win. They’re putting in a 
maximum effort by entering Jean-Pierre Jarier as 
well. Both drivers can be extremely fast on their 
day, yet for one reason or another never get the 
results they should. If they can turn the tide at 
Silverstone it could be a real morale booster 
a0 they set off on the long hard European 
trail. 

Jody Scheckter’s Race of Champions practice 
performance was nothing short of sensational; his 
race performance, well, the less said the better. A 
convincing race performance is long overdue. The 
signs were there at Long Beach, but if he can 
produce his sensational form of last year’s Grand 
Prix, people will again be thinking of him as a 
potential race winner which he surely must be. 
He'll be driving a Tyrrell 007, perhaps for the last 
time, but will demonstrate the six-wheeler on 
Sunday. 

There was some doubt as to whether the 
Citibank Penske Team would be taking their car 
along for John Watson, as they are peevaly into a 
new car programme at the moment, but the news 
at press time was that the bearded Irishman will 
be there. John always gives his very best. His 
association with the Penske team has shown a lot 
of promise but what they both need is a good 
result. Their March-like PC3 model was quick in 
testing at the end of last year and they must be 
confident of a good showing here. Following some 
erratic performances lately, some people suggest 
that Vittorio Brambilla has been psyched out by 
the appearance of Ronnie Peterson in the March 


Ferrari 312T 

Elf Tyrrell 007 

John Player Special 77 

John Player Special 77 

Martini Brabham-Alfa Romeo BT45 
March-Ford 761 

Marlboro McLaren-Ford M23C 
Shadow-Ford DN5B 
Shadow-Ford DN5 
Surtees-Ford TS19 
Surtees-Ford TS19 
Williams-Ford FWO5 
Ensign-Ford N176 
Hesketh-Ford 308B 
Penske-Ford PC3 
Brabham-Ford BT44B 
Brabham-Ford BT44B 

Ferrari 312T 

Brabham BT42B* 
Williams-Ford FW04* 


> 


Silverstone, near Towcester, Northants 
Lap distance 2.932 miles 


RECENT WINNERS 


1972 

1, Emerson Fittipaldi (John Player 
Special), 131.81mph; 

2, Jean-Pierre Beltoise (BRM); 

3, John Surtees (Surtees TS9). 

1973 

1, Jackie Stewart (Tyrell 007), asl th: 

2, Ronnie Peterson (John Player Special); 

3, Clay Regazzoni (BRM). 

1974 

1, James Hunt (Hesketh 308), 133.58mph; 

2, Jochen Mass (Surtees TS16); 

3, Jean-Pierre Jarier (Shadow DN3). 

1974 

1, Niki Lauda (Ferrari 312T), 134.33mph; 

2, Emerson Fittipaldi (McLaren M23); 

3, Mario Andretti (Parnelli VPJ4). 


LAP RECORDS 


Formula 1: Clay Regazzoni (Ferrari 
312T), 1m 20.90s, 130.47mph (19/7/75). 
Unofficial: Tom Pryce (Shadow DN5), 1m 
18.0s, 135.32mph. 

Formula 3: Alex Ribeiro (March-Toyota 
753), 1m 31.36mph. 

Formula Ford 1600: Jim Walsh (Hawke- 
Scholar DL12), 1m 45.40s, 100.14mph. 

Touring Cars. Over 4000cc: Stuart 
Graham (Chevrolet Camaro Z28), 1m 
44.40s, 101.10mph. 2501-4000cc: Gordon 
Spice (Ford Capri), 1m 50.0s, 95.95mph. 
1601-2500cc: Barrie Williams (Mazda 
RX3), 1m 48.40s, 97.01mph. Up to 
1600cc: Win Percy (Toyota Celica), 1m 
53.60s, 92.91mph. (Note different classes 
for 1976). 

Clubmans sports cars, 1600 fully 
modified: Frank Sytner (Mallock U2-Davron 
Mk16), 1m 33.40s, 113.01mph. FF 1600 
engines: Nick Adams (Mallock U2-Holbay 
Mk14), 1m 43.0s, 102.47mph. 


RADIO COVERAGE 
Saturday: Sport on 2, Radio 2, 13.30- 
17.35 


Sunday: Radio 2, 17.30-19.00, 10.02- 
10.04. ; 
Monday: Today Programme, Radio 4, 
07.25-08.25. 
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The tense finish of last year’s race: Niki Lauda’s Ferrari has Emerson Fittipaldi’s McLaren line astern as they e. 
Corner to take the chequered flag. 
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In a heart-in-the-mouth manoeuvre, Graham Hill takes his BRM round the outside of Jim Clark’s Lotus — in the rain — to win the 1962 International 
Trophy (above).Hill repeated this victory in 1971 at the wheel of the works Brabham BT#H, his last Formula 1 win (below). 


‘ This week's 
centre spread 


The International Trophy is renamed 
the Graham Hill International Trophy 
after the sport’s best-loved personality 
who was s0 tragically killed last 
November. John Player and Embassy, 
both former sponsors of Hill in 
Formula 1, are sponsoring the meeting. 

Monaco was, of course, his most 
successful hunting ground: Graham 
won the Grand Prix there no fewer 
than five times. Our top picture shows 
him opposite-locking the works Gold 
Leaf deta 49 through the famous 
streets of the Principality. 

When Hill decided to run his own 
team in 1973, Embassy entered motor 
racing sponsorship with him, and they 
stayed with the team until its 
unfortunate demise. At the beginning 
of last year Hill became a constructor 
in his own right and the lower picture 
shows him at last year’s International 
Trophy during his last Formula 1 race, 
driving one of his own Embassy-Hills. 
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James Hunt — 1974 winner 


Jean-Pierre Jarier — first win? 
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Vittorio Brambilla — his turn? 


Tom Pryce — local win? Chris Amon — 1970 winner 
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i "Oar Silverstone preview 


team. Peterson won't be at Silverstone and the 
Monza Gorilla should take this opportunity of 
redeeming his reputation. He is fast, but his track 
manners leave quite a lot to be desired at the 
moment, and most people will be trying to be as 
far away from him on the grid as possible. If he’s 
really on-form, he could well be fastest anyway; 
then he’ll have to prove his staying power. 

The Alfa Romeo-powered Martini-Brabhams are 
getting quicker all the time. The screaming flat-12 
engine makes the most delightful sound and the 
fast sweeping bends of Silverstone may suit its 
characteristics. As at Brands Hatch, Carlos Pace 
will be at the wheel — he’s a 100% racer and could 

rovide the fireworks. How about Alan Jones? 
an he reproduce his Race of Champions form in 
the Durex-Surtees? Jones made his F1 debut at 
this race last year, and he is also the race record 
holder at Silverstone (in his F5000 V6 March last 
year). His circuit knowledge should make up for 
the newness of the car and it would be SurpEing: if 
the combination wasn’t somewhere near the front. 
One can’t really say the same of his team-mate 
Brett Lunger in the Chesterfield TS19, who 
hasn't shown any signs of getting to grips 
with F1, really. However, those who remember 
his performance in the F5000 Lola in 1978 at the 
same meeting will know that he can put it 
together in a single-seater. 

After the disaster of Long Beach, where neither 
car qualified, Frank William’s team will be 
looking for an uplift. Jacky Ickx looked good at 
the Race of Champions in the ex-Hesketh FW05 
model, but it would appear he’s no longer a force 


to be reckoned with in single-seaters, which is 
very sad. He’s lucky that Frank gave him this . 


chance, and he really ought to pull something out 
soon to justify it. As we went to press there were 
rumours of a_ second car perhaps for Mario 
Andretti (see Pit and Paddock), which could be 
the boost the team needs. 

Chris Amon has been doing wondrous things 
with the old Ensign this year, and hopefully 
he'll have Mo Nunn’s latest creation this 
weekend. If it does appear, it will be untested and 

robably too new to show really well. Neverthe- 
ess, if Mo and designer Dave Baldwin have done 
their sums right, the Walsall concern should 
really be on the map this year. One can’t really 
hold out the same sort of optimism for the John 
Player Special team. It appeared that they 
flattered oy to deceive at Brands and that it’s 
really only the determination and bravery of the 
drivers which keeps them in touch. Because of 
Gunnar Nilsson’s horrifying Long Beach accident 
and an airport strike, there will only be one JPS 
77 racing, which will be driven by Nilsson if his 
neck has recovered. He will drive Bob Evans’s 
car, with outboard front brakes and some 
strengthening. If the driver’s enthusiasm can be 
matched with a reliable car, the team’s fortunes 
init rise; surely they can’t stay so low for much 
longer. 

The RAM Brabham team are still learning the 
ropes, as are their drivers Patrick Neve and Loris 
Kessel, but their cars and the team are beautifully 
turned out. When they’ve got the experience they 
should be a credit to the circus. A third car, the 
updated BT42, is also entered, probably for 
Damien Magee to drive, which should prove inter- 
esting. Guy Edwards is making his F1 comeback 
with one of the revamped Hesketh 308Bs run by 
Bubbles Horsley, while Giancarlo Martini 
appears to be lucky to get a second chance in the 
privately run ex-works Ferrari 312T of Scuderia 
Everest. A reserve entry is that of Brian McGuire 
in the Williams FWO4 which he uses in the 
ShellSport and MCD G68 series. If he races, it will 
be his pukka F 1 race debut. 


Supporting races 


As usual, the BRDC have lined up an impressive 
peegrese of supporting races, which is topped 

y Britain’s first international F3 event of the 
year which counts towards the ShellSport cham- 
pionship. A capacity entry of 36 cars has been 
accepted, with drivers from no fewer than 11 
countries involved. 

Rupert Keegan, winner of all British F3 races so 
far this year in the BAF March, will face his 
strongest challenge yet. This must come from 
Sweden’s Conny Anderson, winner of last 
Sunday’s European F3 Championship race at the 
Nurburgring. Hopefully, in the face of their ‘Ring 
problems, the Swedish Rotel Viking team will be 
coming too with their three cars. Chevron’s 
re-entry into F3 looks like being a strong 
challenge with cars for Geoff Lees and lan 
Ashley. Tony Dron’s March and Claude Cuicci’s 
Supernova will be Dolomite-powered. Other top 
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names included in the entry are Stephen South, 
Bruno Giacomelli, Mike Young, Chris Barnett, 
Brett Riley, Bob Arnott, Richard Hawkins, Ulf 
Svensson, Ian Flux and Barrie Maskell. 

No fewer than 13 Ford Capris head the Keith 
Prowse Touring Car Championship entry, with 
names like Gordon Spice, Colin Vandervell, Tom 
Walkinshaw, Vince Woodman, Chris Craft and 
Brian Muir among the drivers. Will they be able 
to hold off the works Broadspeed Dolomites this 
time? It’ll be a close thing, that’s for sure, as 
Andy Rouse is particularly quick round Silver- 
stone and Steve Thompson won't be far behind. 
Richard Lloyd should be a threat too in the Otter- 
shaw Motors Opel GSE. Gerry Marshall won the 
up to 2300cc class last time in an interim car; it'll 
be interesting to see how close to the Dolomites 
he can get this time. Win Percy should have no 

roblem in the 1600cc class, while Barrie Williams 
Toyota) and Bernard Unett (Avenger) contest the 
Alfa take over bid of the small class. 

There are over 80 entries of the Brush Fusegear 
Formula Ford race, which will be run in two heats 
and final. All the leading FF contenders are 
entered for this, perhaps the most prestigious 
race of the year. It will probably be the closest 
and hardest fought race of the weekend, with the 
whole 36-car field dicing for the lead of the final. 
Among the names likely to be at the front are Jim 


fi ie f, < ~ ad Dims 
J bef . Take SS 
One aieke star turns at Silverstone will be Jody Scheckte 
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car which will make its debutin Spain. 


Timetable 


Friday, April 9 
12.30-13.30 
13.45-14.45 


Walsh, Mike Blanchet, David Kennedy, Matthew 
Argenti, Rich Morris, Rad Dougall, Derek 
Warwick and Trevor van Rooyen. 

A new race to the international scene is the 
Tricentrol Clubmans round. These very fast and 
well presented sport cars will certainly not dis- 
grace themselves, and all the top drivers 
including Nick Adams, Creighton Brown, Peter 
Cooke, Steve Russell, Chris Greville-Smith, 
Vernon Davies, Richie Conroy and Alex Ferrada 
are involved. 

As already mentioned, the Tyrrell six-wheeler 
Project 34/2 will be demonstrated in public for the 
first time by Jody Scheckter, while John 
Fitzpatrick will also show the Hermetite 


Silhouette BMW as a preview to the race at 


Silverstone on May 9, 

One of the oe of the ae will be a special 
tribute to the late Graham Hill, introduced by 
Raymond Baxter. After spoken tributes by 
Gerald Lascelles, Ken Tyrrell and 
Sir Clive Bossom, there will be a parade of cars 
representing some of the 70 types which Hill 
drove during his career. Among these are early 
Lotuses (Mks 11 to 17), Jaguar, Porsche, 
Maserati and Aston Martin sports and saloons, 
BRM Fils, the Rover-BRM gas turbine car, 
Brabham Fls and Embassy Shadow and Hill 
models, Oo 


thee ie 
r’s demonstration of the six-wheel Project 34/2 


Formula 3 cars practice 
Touring Cars practice 


Clubman’s sports cars practice 


15.45-16.15 
16.30-17.00 


Saturday, April 10 
09.00-09.30 
10.00-12.00 
Lunch break 


Formula Ford, heat 1, practice 
Formula Ford, heat 2, practice 


Formula 3 practice 
Formula 1 practice 


Brush Fusegear Formula Ford race, heat 1 (7 laps) 


Brush Fusegear Formula Ford race, heat 2 (7 laps) 
Tricentrol Car Group Clubmans sports car race (12 laps) 
Formula practice 

Touring Cars practice 


Sunday, April 11 
_11.50-12.20 


Formula 1 untimed practice 


ShellSport Formula 3 race (20 laps) 

Tribute to Graham Hill 

Tyrrell 6-wheeler Project 34 demonstration 
Keith Prowse Touring Car race (20 laps) 
Silhouette BMW demonstration 

Graham Hill International Trophy (40 laps) 
Brush Fusegear Formula Ford Final (12 laps) 
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Neveradull ji 


moment 
with Penske 


If you’re going to Silverstone as a spectator 
this weekend, you'll be watching a show. 
Modern international motor racing is an 
entertainment, and there’s a lot of razz- 
mattazz. But spare a thought for the people 
behind the scenes, the Formula 1 crew men 
who get their man out there on the track. 
QUENTIN SPURRING spent the Race of 
Champions weekend with First National 
City Bank Team Penske, and discovered 
that behind that glamorous exterior there’s 
a hell of a lot of hard work. 


Friday 
Brands Hatch in March can be a wretched place, 
and never more so than today. It’s cold, raining, 
and very windy, but a small band of motor 
racing’s most idiotic devotees hang about watch- 
ing the Ferrari and Scuderia Everest mechanics 
decide not to unload their transporters, and RAM 
enthusiastically erecting a Big Top to celebrate 
their arrival as members of the Formula 1 circus. 
15.25. Something else for the fans to see. First 
National City Bank Team Penske’s big Bedford 
artic rolls in. Children unwillingly to school, Gerry 
Burns and John Curd emerge. "They choose a spot 
at the top of the Formula 1 paddock, nearest fuel, 
gents, restaurant and bar. It’s Curd’s first time 
setting up shop. Curd: ‘‘What now?” Burns: “The 
fun starts. We'll put the canopy up. If the wind 
takes it, don’t hang on... .” : 
16.00. The Bedford contains just one of the 
Citicorp team’s Penske PC3 Formula 1 cars, and 
all the spares and equipment deemed necessary 
for a non-Championship race. It had left Team 
Penske’s factory in Poole, Dorset, at 9.30, 
stopping off at Gatwick to collect some equip- 
ment encached on the team’s return from Africa 
earlier in the week. Good planning. Curd and 
Burns are struggling with the canopy, which will 
form a cocoon in which the mechanics can work on 
the car in comparative warmth and seclusion. 
17.00. Canopy secured, the pair get their space 
heater going. Helped by Curd, Burns (formerly a 
tyre engineer with Goodyear) is mounting wet and 
ry tyres on two sets of the Penske’s wheels. 
18.30. Putting air in the tyres from a compressed 
air cylinder. Warm now, and well into their work, 
they soon finish the job and set about clearing 
away again for the morrow. The others have 
arrived with the team’s Chevrolet Beauville van, 
dropping off more equipment. 
19.30. Leaving the canopy up but locking every- 
thing away in the transporter, they leave Ped 
Hatch to the elements, and drive off in the van to 
the warmth of their hotel. 


Saturday 


07.30. Penske’s F1 team manager, Swiss-born 
American Heinz Hofer, takes charge as the crew 
arrives at the circuit to get the car ready for first 
practice in three hours’ time. For this race, he has 
not brought along the full complement, leaving a 
skeleton crew in Poole working on the other car in 
a crpen for Long Beach. Designer Geoff 
erris and Penske Director of Engineering Don 
Cox have made the trip, but Roger himself is in 
the States. The crew chief is Derrick Walker, the 
mechanics are Peter Parrott and the new man 
Pete Muller, and the fabricator is Nick Goozee. 
Gerry Burns is the team’s tyre engineer and i/c 
transport and spares, and John Curd is the jack: 
“T do all the horrid little jobs nobody else wants.” 
First priority: light up the space heater. 
07.45. The car is unloaded. Almost all race 
preparation has been done in Poole, so the car is 
complete except for appendages like nose section 
and airbox. Everybody mucks in as the Penske is 
pushed inside the cocoon and all the equipment 
taken out of the truck. Burns’s word is law when 
it comes to the Bedford spares and equipment: he 
directs unloading operations. The truck looks 
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work on the car, Cox stands by. 


empty; Curd fills a lot of the space inside with the 
seats from the van, which will be used for ferrying 
equipment to and from the pits. The others get on 
with the job in hand. 

08.00. Walker supervises work on the car. The 
wheels are replaced with the wet-shod ones 
prepared the oes evening. Burns checks 
pressures. Walker directs the space heater onto 
the side-mounted radiators in turn, and tops up 
with hot water. He’s fetched the water from the 
little Bedford caravette which has been hired to 
fill the needs of the team’s inner men; Graham and 
Iris Mellows are in charge, brewing up nicely. 
08.15. The team have already worked through 
their check-list, which contains over 200 items, 
back in Poole, so no full check is required at this 
time. As Parrott and Muller busy themselves in 
just-making-sure examinations of all the easily 
accessible components (and particularly suspen- 
sion), Hofer and’ Walker prepare to fire the engine. 
Curd and Goozee are still setting up shop to 
Burns’s liking, and generally lending a hand. 
08.30. Engine fired. The cocoon is a small pocket 
of noise as Walker lends an expert ear, straining 
for any irregular sound. A few minor adjustments 
to the idling engine, and he shuts it off. Hofer is 
going to and from Paddock Office, checking out 
the schedule. Curd and Goozee go down to pits in 
the van with fuel churns, tyres and heavy 
equipment like air cylinders. Curd is posted there 
as sentry. All the while, the others are cleaning, 
polishing. Coffee all round from Iris. 


09.25. Just over half an hour to go, and driver 
John Watson has arrived, changed, and is in deep 
conversation with Hofer. They’re still cleaning 
the car. ... Walker and Hofer fire up the engine 
again. On goes the nose section, on goes the air- 
box. Everything slickly under control, all set to 
go. Watson, as impassive as ever, dons driving 
shoes and sets off for the pits. 

09.30. The paddock tannoy calls for Formula 1 
cars to practice. The Citicorp cocoon is unzipped 
and the Penske PC3 pushed out, and all hands get 
it up the slope. Walker gets in, fires the engine 
and drives it towards the tunnel. Parrott hitches a 
ride, Hofer walks down with Ferris and Cox. The 
others go down in the van, loaded with toolboxes 
this time. 


Saturday 09.30: Parrott, Cox and Muller get 
Walker started as he takes the PC3 to the pits. 


*, 


FIRST 


NATIONAL 
cry 


The ever unflappable John Watson sits in the Penske PC3 as Walker (left), Curd, Goozee and Muller 


09.40. In the pits, Hofer and Watson elect to sta 
on wets and run the car with 10 gallons of fuel. 
Everybody gets ready for practice, Hofer has his 
timekeeping and signalling equipment at the 
ready up on the pit-wall walkway. 

09.55. Pit-call for Formula 1 cars. Watson gets his 
helmet and gloves on and Hofer and Walker strap 
him into the car. Muller is behind with the slave 
battery connected; as soon as there’s activity at 
the front of the pit road, Hofer gives Watson the 
nod. He starts up and gets away. In thought, the 
whole crew goes with him. 

10.03. Out on to the circuit behind Pryce, 
Scheckter and Lauda. A couple of exploratory 


laps. 

10.08. John comes in to report that the track is 
very slippery, especially on the new sections and 
at Stirlings. Walker, Parrott and Muller are imme- 
diately all over the car, checking it thoroughly. 
They spend six whole minutes looking at all the 
various connections. 

10.14. Out again, more exploratory laps to see how 
the car feels and to establish lines around the new 
corners. 

10.20. The pits klaxon announces Watson’s 
return. All hands gets round the car again, 
checking and rechecking. John reports that the 
PC3 is bottoming along the top straight and at 
the bottom of Paddock. Hofer and Walker take a 
look at the skid-plate under the gearbox, decide 
that the bottoming is not severe, the skid-plate 
will take it. Burns checks tyre temperatures and 
pressures. 

10.23. Out again. Some quicker laps now, but still 
nobody bothers with timing. 

10.27. He’s in again. John feels the track is drying 
out sufficiently to try the car on dries, despite the 
bitter cold. Hofer agrees. He nods to Burns, who 
produces the dry-shod wheels from the pit. They 
are fitted to the car. 

10.33. Out he goes, a warm-up lap, a fast one, a 
slow-down lap. 

10.38. In again. Hofer greets the car by placing 
the palm of his hand on the surface of a rear tyre; 
he grins at Burns and shakes his head. Burns gets 
the temperatures — they are simply not getting 
hot. Hofer and Watson agree to get back on to 
wets. Hofer takes off the airbox to top up with 5 
gallons of fuel. 


Saturday 10.38: Hofer and Cox consult as the team 
manager tops up the car with fuel. 
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10.46. Out again. Hofer reflects: “Everybody is 
just messing around. It’s really too dry for the 
wets, but it’s too cold and damp for the dries. All 
this isn’t really telling us anything, just that the 
car’s holding together OK. See, we don’t have too 
many good sets of dries, it’s stupid to waste them. 
So we'll time him on the wets.” 
10.48. Forget it. Watson is at the far end of the pit 
road, engine dead. Walker, Parrott and Muller run 
down to get him back. The problem is the right 
front wheel, something doesn’t feel quite right. 
Walker gets to work on it, removes it, chucks the 
hub, the wheel. In no time he’s got four on again. 
10.55. Out he goes. Hofer gets his first time, gets 
out a signal: 32.9. Some time! 
11.04. Not their day. He’s in, picked up a punc- 
ture, left rear. It’s changed, Burns marks it and 
passes it over the pit counter to Curd. 
11.06. Here we go. The car is still bottoming as it 
crosses the finish line. Hofer: ‘‘Never mind, the 
skid-plate’s OK. We’ll be doing some times now.” 
11.10. Not a chance, he’s late. Hofer indicates the 
fact to the crew, standing about in front of the pit. 
As they turn to look through the pit at the bottom 
straight area, the news comes across on the com- 
mentary: “‘We’ve got John Watson’s Penske off 
the road here at Westfield. Driver OK.’ Hofer, 
unruffled, sets off for Race Control to get more 
details. 
11.15. The car is not driveable, they won’t get it 
back until the end of practice. But there’s no point 
in wasting time — the crew are already well into 
packing up their gear. 
11.25. Much of the equipment goes in to the van 
and they’re off back to the paddock, posting Pete 
Muller as pits’ sentry this time. guarding the 
heavy equipment. Muller is Swiss, and only joined 
the Citicorp team the previous Tuesday. His 
English is very good. “Yes, it seems like a very 
nice team and I like to be in Formula 1. We have, I 
expect, a lot of work on the car now.” 
11.40. Goozee has the van back behind the pits 
ready to load up the heavier stuff as soon as 
practice finishes. Very handy with metal-cutters 
and hammer, he’s known by the others as ‘‘Super- 
snips”. He’ll fabricate anything, he says, but he 
gets very sore about not being allowed to get 
more involved. ‘I’m one fabricator, and fabri- 
cators can’t change wheels. .. .” 
12.05. On its way back to the paddock, the van 
asses Hofer on the access road, going to greet 
his driver. Watson arrives with the breakdown 
vehicle. Enquiring look from Hofer, black look 
from Watson. ‘‘Not Guilty. James put down some 
oil, a big slick, I got a wheel on it, and that was 
that. I spun very quickly, there was no surface 
adhesion to get it back. But it’s not too bad.” 


They walk back to the paddock to face the others. 


% 


Saturday 12.20: Walker and Parrott retrieve the 
battered Penske from the breakdown wagon. 


12.20. “Mind your backs”. The crew put down 
Iris’s cheese sandwiches and coffee as the wrecker 
truck arrives at the top of the paddock, the 
battered Penske suspended in mid-air. All gather 
round to usher it into the cocoon. A sudden 
swarm of spectators hinders the operation, but 
the crew disconnect the hoist, hustle the mudded 
car into the cocoon, and the flap and zips quickl 

secure refuge from prying eyes. There’s feveris 

activity as everyone busies himself brushing off 
the mud, cleaning up the car, removing the nose 
section which has a glassfibre tear, and the rear 
wing. In no time the car is up on the jacks and the 
wheels are off; all hands inspect the damage. 
Hofer, Cox, Ferris and Walker survey the remains 
of the right rear corner, cast worried looks at the 
monocoque in search of the tell-tale kink. Relief all 
round: the chassis looks good. Goozee, the fabri- 
cator, checks out the nose section frame: it looks 
good, too. Walker is worried about the right front 
suspension and brakes, puts Muller on the job of 
stripping it down for a look-see. Meanwhile he and 
Parrott get down to iene | the entire rear 
corner, which must be rebuilt: the upright casting 
has snapped like a hollow stick of rock from the 
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Saturday 13.30: Parrott rebuilds the rear corner, 
Muller checks the front, Walker looks harassed. 


force of the impact, but the mounting points look 
OK. The water rad is damaged; Parrott removes 
it, the water cascades to the ground. It surges 
down the slope and beneath the truck, towards 
everybody else’s paddock area.... They’ll be 
popular. Watson hangs about, looking guilty. 
Gerry Burns, of the tidy mind, has taken all the 
unscathed appendages and stacked them away in 
a corner to be refitted after the rebuild. Will they 
make second practice? Hofer: “Oh yes, we ought 
to be OK. We got all the spares, and the car itself 
isn’t damaged. There’s a little ripple on top of the 
bulkhead at the right front, but it shouldn’t be a 
problem. It’s just a question of rebuilding the rear 
corner and eyeballing the front. The boys should 
doit OK.” 

12.45. Like all good team managers, Hofer has 
delegated well. He has nothing to do, so he busies 
himself doing all the little things with which the 
mechanics need not be bothered. He sweeps away 
the mud, cleans the car, generally tidies up. 
Graham Mellows arrives from the pits with the 
team’s spare nose section, ready for use. 

13.00. They work well together, these people: no 
duplication of effort, everyone knows his job. 
Hofer takes time off to tale with Watson about 
what he had learned, if anything, during the fore- 
shortened first practice. It’s not much: John asks 
for more downforce of the rear wing — the front 
was too positive, especially on the treacherous 
surface. Hofer sets off to fetch a new dam for the 
rear wing lip. That rear corner is off. 

13.30. Derrick and the two Petes are well into their 
work now. Derrick is having a niggling problem 
fitting the new exhaust manifolds, he struggles 
with them while chatting with the others: why is 
Scheckter so quick? — there must be a reason. 
Muller isn’t listening, he’s poring over that front 
corner, checking, polishing, more polishing. With 
a brunt of relief, Walker gets the exhausts on 
Well, why is Scheckter so quick? Nobody knows. 
Muller anmires his work, moves on to do the same 
on the other side. Parrott helps with the rear 
corner, fitting a new rad, all the other parts by his 
side ready to fit. More haste, less speed: it’s 
steady, unruffled progress. 

14.00. Suddenly there’s only an hour left. Hofer, 
busy fitting the rear wing tab, begins to wonder if 
they’re going to make it. Nobody says anything, 
but there’s more urgency now. Parrott works with 
a frown of concentration on the rear upright 
ecg Everybody else has some little job in 


and. 
14.30. The driveshaft/brake/upright assembly is 
finished and suspension almost in place. Walker is 
putting a new fairing over the rad: it won’t fit. 
OK, it won’t look pretty, but hell, tape it up. 
Hofer fills the rad with water. 
14.40. Real urgency now. There are still the finish- 
ing touches to do to the rear corner, but everyone 
hears a sound which makes them hurry: DFV. 
engines being fired. The other teams are begin- 


ning to make their way to the pits. It looks like | 


rain: it might come before they can get the Penske 
onto the circuit but after everyone else has had 
some dry laps. John hasn’t got a decent time yet, 
he might not be able to get one. No sign of tis 
yet, though. . .. Well, he’ll be here. 

14.50. Almost all the other cars have gone. 
Watson arrives, cool as a cucumber, but the 


others are tense as they watch Walker and 
Parrott finishing off the job. It’s very frustrating, 
they want to get John into the car, but there’s no 
way you throw caution to the winds in motor 
racing: first, check it, then check it again. The 
commentator draws the crowd’s attention to the 
Penske’s absence from the pits area.... Hofer 
unzips the cocoon. From outside, John’s father 
Marshall Watson watches dispassionately. 
14.55. Sound of another DFV, we’re not the last. 
Jones’s Surtees heads for the pits. Nothing else to 
look at, a crowd gathers to increase the crew’s 
frustration. Hofer: ‘“You have to have patience. 
It’s no good bawling out the boys. The best 
mechanics in the world can leave something 
undone under sack teal He walks past the car. 
a’ Pete, tell John to get his ass in here. .. .” 
15.00. An even worse sound than engines being 
started — the noise of Formula 1 cars accelerating 
up the hill to Druids. Another straggler, Kessel’s 
Brabham leaves the ees Watson carefully 
brushes the last of the Westfield mud from his 
driving shoes. He takes off his Citicorp race 
jacket, Hofer puts his on. 
15.10. Walker finally puts the wheel on that rear 
corner. Neve’s Brabham, the final straggler, is 
pits-bound. 
15.15. Derrick fires the engine. Hofer and Goozee 
fit the nosecone. Parrott puts on the airbox. 
Watson emerges from the transporter, ready to 
o. Hofer and Parrott strap him in. Off at last. 
alker and Parrott hitch a lift to the pits, Hofer 
and Cox set off at a brisk walk, the rest load them- 
selves into the van. 
15.20. Rain! As they emerge from the tunnel, the 
catch sight of Brambilla spinning off at Clark 
curve. Practice is stopped — all that hassle for 
nothing. ... 
15.25. Everybody takes a breather in the pits. Don 
Cox has time to check alignments on the car with 
his camber gauge. Curd, operating a paddock/pits 
shuttle with the van, arrives with more 
egui ment. 
15.30. Engine fired, all ready to move. The rain 
hes eid off again, Burns checks pressures on the 
slicks. 
15.35. Out with all the others for some exploratory 


laps. 
13-42, In for the check. John has seen the nose 
section lifting at speed, Walker checks it out: the 
springs in the Dzus fasteners have been stretched 
in the shunt. He runs for tape, and he and Parrott 
batten the nose down as best they can. 
15.45. Out again. Hofer returns to the pits wall, 
where he posts the first signal to John: 29.7. : 
15.52. Hofer signals a 26.3. Walker: ‘Look at that. 
There’s one thing about John, he always tries.”’ 
15.54. In. The nose is still lifting, Walker applies 
more tape. 
15.58. Out. John starts to set some real times now, 
25.4, 24.9, 24.7. 
16.08. He’s in again, complaining of general 
instability plus understeer coming out of corners, 
followed by sudden oversteer. Hofer decides to 
try different construction front tyres; the crew fit 
them, as Hofer tops up with fuel. 
16.11. Out. The tyres finally seem to be warming 
up now, 25.1, 24.9, 24.4, 24.2. 
16.37. Hofer calls John in, consults with him. The 
car feels unstable still. It’s not a great time, but 
they decide to be prudent and rest with it: there 
might be something seriously wrong, there’s no 
point in being a hero for a few tenths. The car goes 
up on the jacks and wets are fitted for the drive 
back to the paddock; Walker gets a ticket to ride. 
17.00. Back in the paddock, Hofer and Watson 
retire to the motor home to talk. John is 
convinced the problem is in the right front corner. 
They emerge and join the crew in the cocoon, 
Hofer tells Walker that the doubtful corner must 
be replaced. Rejuvenated by Iris’s coffee, the crew 
et down to work. 

7.30. While Walker starts on the front 
suspension, Parrott and Muller, with all hands 
helping, begin to work their way through the 
daunting Penske Racing check-list for a second 
time. The entire car is meticulously checked, all 
the slispension components are sprayed with 
Ardrox fluid to test for cracks (they find one), all 
the connections are double-checked. 

18.00. Walker has the front corner off, the others 
are making good progress on the check-list. 
Supersnips is fabricating away, various bits and 
pieces. Burns and Curd are making sure every- 
ee is on hand and in the right place for race 


ay. 
19.00. While Muller Shoroushly examines the 
other side, Walker is now well into the right front 
corner. Hofer calls a break: ‘“‘C’mon, fellas, wash 
up—it’s meal-time.’’ Good old Iris has been doing 
her stuff again. ; ‘ 
19.40. Back to work, but the end is in sight and 
there’s general affability all round. 

20.30. Walker finishes the front corner at the same 
time as the others finally complete the a 
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Never a dull 
moment 


with Penske 


continued 


All the alignment checks will be made in the 
morning; the crew fit wet tyres to the car and 
wheel it into the Bedford. Burns has already 
cleared most of the equipment, safely in store for 
the night. 

21.30. Home to the hotel, for baths and bed. 


Sunday 


07.00. The team arrive at the circuit and express 
their relief that it’s not raining: apart from any- 
thing else, there’s only one convenient flat area at 
Brands where the wheel alignment checks can be 
made, and it isn’t covered... . As soon as the PC3 
4s out of the transporter, they wheel it up the 
slope to this flat piece of tarmac, which is in the 

etrol station area at the top of the paddock. As 
Cox and Ferris look on, Walker and Parrott set up 
the toe-in gauge equipment and use the camber/ 
castor gauges. 


Sunday 07.30: Crew chief Walker at work with the 
Penske team’s toe-in guage. 


08.30. A few adjustments — apart from these, it 
all looks good. With the prospect of no major 
work, everybody relaxes a little; the clock will get 
around to 11.30 (the untimed session) soon 
enough. Hofer flashes his teeth at a pair of JPS 
girls: ‘How come you girls get prettier every 
year?” One dolly has the answer ready: “How 
come you men get smoother every year?” 

09.30. The Sponsor arrives, in the form of Bert 
Tignol, boss of Citicorp’s European Travelers 
Checks’ division. He and Hofer chat amicably. 
Tignol has 100 bankers with their guests today, 
being wined and dined in a sumptuous tent. John 
Watson arrives; he’ll be going down at lunchtime 
to meet them all. 


Sunday 11.30: Hofer times Watson as the Penske 
flashes past the pits. 
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09.45. Parrott is pouring water into the rads, while 
Walker directs the space heater on to them in 
turn. ge ag else is cleaning, one more time. 
10.20. Walker fires the engine. Goozee and Muller 
get that rad fairing to fit properly: can’t have 
black tape all over the car. 

10.40. Everything is subjected to a final check. 
Burns and Curd start to load the van. 

11.00. Walker fires up and gives Parrott a ride 
down to the pits on the PC3. The car looks 
er again, miraculous. 

1.10. Everybody is down in the pit. Ferris 
wanders off on one of his recces: ‘‘You’ve got to 
keep abreast of what all the other teams are 
doing, although basically we’re using this 20- 
minute session just to make sure the car is set up 
OK. Of course, we know a hell of a lot about this 
place, so we don’t have to bother messing about 
with suspension settings and so on. All that was 
done in Poole before we left. The only thing we've 
done since yesterday is put on more rear wing. 
pr A don’t know why Scheckter is so 

wick, ... 


11.25. Watson is strapped into the car and five’ 


minutes later he’s away. 

11.36. In for the check. Gerry does his stuff on the 
tyres. John reports an sop veney but the car 
is still not right. Nevertheless, the team now 
knows for certain that it’s safe. 


. 11.40, Out again. Cox would like to get John to 


scrub in some tyres, but there’s no time, even if it 
were easy on this greasy surface. 
11.47. John’s in again. The usual checks, and he 
just gets out in time to do one more lap before the 
end of the session. 
11.25. In. The session is over, but John stays in 
the car: as an advert for First National City comes 
over on the tannoy, the crew assemble for a prac- 
tice tyre change. 
11.56. Cox holds a stopwatch aloft, everyone at 
action stations. As he shouts, “Go!”, it’s all 
happening — and the car drops off the rear jack. 
The March mechanics from next door think that’s 
very funny. The Penske men ignore them, 
pointedly; and assemble for another crack. Muller 
and Parrott have the rear wheels, Walker and 
Laurie Terrish — an extra Penske man who’s 
arrived this morning to watch the race and help 
out — have the front. The time is slow — 33secs; 
Muller had a problem getting a rear on. But it will 
be OK on the day. The BRSCC’s Chief Paddock 
Marshal hustles them out of the pits road. 
12.00. This time, the crew leave most of the equip- 
ment in the pit, again posting Curd as sentry: “I 
don’t mind, although I must say I’d rather be 
driving my trials Cannon today. Watchin 
ore a 1 is OK, but I’d rather have the rea 
thine: 2.” 
12.15. Watson sets off for the Citicorp wore porn 
marquee, although completely preoccupied wit 
the problems of the car. A flunky asks him for his 
Citicorp key-fob entry pass; he hasn’t one. ‘I’m 
the driver.” “I’m very sorry, sir, if you haven’t 
ot a key fob, I can’t let you in here... .” 

3.00. Back at the cocoon, the crew have eaten and 
they’re running through their final check, which 
includes fitting a new set of gears. Burns takes 
the van, loaded with wheels, down to the pit to 
relieve Curd as sentry. 


13.30. Mechanically ready for the race, the Penske 
is lovingly cleaned and polished yet again. 
Supersnips is operating the van shuttle, getting 
toolboxes and so on into the pit. 
13.45. The Penske is wheeled out to the spectators 
outside the cocoon, Walker runs Parrott down to 
the pit again. On arrival, it’s fitted with slicks in 
the crowded pit road. Hofer, the Penske machine 
well oiled, finds time to talk with their sponsor. 
Watson is there, talking with the mechanics; they 
can’t doany more, it’s all up to him now. 
14.15. The tannoy calls for Formula 1 cars for the 
warm-up lap. John gets into action, pulls down his 
balaclava, which he wears all the time on the top 
of his head. Helmet, gloves. Fellow-countryman 
Damien Magee bounced by: ‘Good luck, 
Sunshine.” Walker straps John in. 
14.20. Watson goes out on the warm-up lap. By 
the time he has finished it, most of the crew are 
waiting by his fourth-row grid slot to go through 
their final-final check. All hands look over the car; 
Burns checks = pressures. He finds what looks 
like a small surface hole on the left rear, hurriedly 
checks it for a leak with saliva — it’s all right. As 
a final precaution, Parrott tapes over the rad fair- 
ing fasteners, again. 
14.27. The 3-minute board. Everybody is just 
standing about, not wanting to leave their driver 
on his own before they have to. Commentator 
Norman Greenway hurries by to wish John 
luck. 
14.28. Muller has the slave battery connected, 
Walker waits to make sure the car starts as Hofer 

ives Watson a final word. 

4.30. Very punctual, they’re off on the final 
warm-up lap. 


14.33. The noise of the start. Hofer, up on the pit 
wall, scrutinizes the car very carefully as John 
wheelspins away in the middle of the pack. All 
the mechanics have watched the start, now they 
run across the pits road, jump over the counter 
and watch the pack scream down the back of the 
pits. Wow! — he’s in sixth place. What the hell is 
Nilsson doing up there? Did you see Nilsson? 
14.38. John’s up to fourth, at the back of the 
leading bunch, Jones (Jones!)-Hunt-Lauda- 
Watson. All stand about, only taking notice when 
John is actually in vision. He’s having several 
goes at Lauda, to excited approval from the whole 
party, smiles all round. He’s going really well, and 
continues to harry the Ferrari. 

14.52. He’s overdue. All ears strain to hear the 
commentary: he’s off at Hawthorns, driver OK. 
Hofer runs down to Race Control for the details. 
The others don’t waste any time: their race is 
clearly over, to hell with the others. They’re 
packing up their gear already. 

14.56. Heinz returns with the news, everybody 
gathers to listen. It doesn’t sound too bad. 

15.05. Watson is sighted making the long walk 
back, and Hofer and Cox set off to meet him. The 
trio appear in the pit road, John wearing another 
black look, Don consoling him, Heinz carrying his 
helmet. Apologetically Watson answers the 
enquiring looks on the faces on the mechanics: “‘I 
got a wheel on the wet, it spun very neh into 
the catch-fence. It’s not bad — really. It was 
going very well, I was faster than the others at 
some places. In fact I was going at Niki when I 
got out of shape”. 

5.10. Greenway arrives with a microphone, and 
interviews John as he changes out of his driving 
shoes. They’re muddy again... . 

15.15. A dejected Watson heads for the paddock 
with Hofer and Cox, the others finish their 
cooring up. 

15.25. Five laps to go, and Supersnips has the van 
there ready to load. 

15.33. The race finishes, Hunt is feted at the other 


end of the pit road. The team watches dis- 
interestedly. The van is loaded up and returns to 
the paddock. 


15.40. Hofer and Watson, already changed, go 

back to the pit to see that the car is returned to 

‘the Bedford as soon as the breakdown crew can 
et there. 

5.50. All are back at the paddock area, waiting to 
see how much work they are going to have. The 
car arrives. The wing is at a weird angle, there’s 
no nose, it covered in mud, the whole of the back 
is white from fire extinguisher powder. Walker: 
“Familiar sight, isn’t it?” Burns: “I give up.” He 
gets on with loading the van. 

16.00. Everybody sets to cleaning up the car, 
removing the damaged wing. By the time the 
ramps are down at the back of the Bedford, the 
Penske is free of all mud and prepared for transit. 
They have to put the ramps up again to allow 
another wrecker to pass with the remains of 
Scheckter’s Tyrrell; now that’s really bad. 

16.30. There’s no point in doing anything to the 
car here, so it’s just loaded up. The seats go back 
into the Beauville, and Burns supervises the 
loading of all equipment. Iris — good old Iris — 
has come up with some cans of any: § Life; they 
don’t last long. By 17.00, they’re in the queue to 


get out of the circuit, tired after a weekend almost 
entirely devoid of spare moments, but sur- 
poker, cheerful. Hofer, as disappointed as 

atson because his driver genuinely felt he was 
the only man able to challenge Hunt that day, has 
' the final word. A well-worn cliche: “That’s motor 
racing.” _ Oo 
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Saab 99EMS. 


Up-market 
new Saabs 


At a time when other manufacturers are announc- 
ing cheaper and more economical cars, Saab 
present two top-of-the-range models, with 
sporting and luxury overtones respectively. Both 
these machines have the same fuel-injection 2- 
litre power piece. but in other respects they differ 
considerably. The 99EMS is the sporting version 
and the 99GLE is the heavier and more lavishly- 
equipped car. 

The engine shares its ancestry with the 


Triumph slant-four unit, but that of the Saab is . 


now built of Swedish iron and steel, the design 
having been considerably strengthened at all 
highly-stressed points. Indeed, no component of 
the British engine can be fitted to the tough 
Swedish unit. The five-bearing engine has a light- 
alloy cylinder head, a chain-driven overhead-cam- 
shaft operating two in-line valves per cylinder, 
with mechanical fuel-injection on the continuous 
principle. The latest engine has been up-rated to 
118bhp DIN and the meaty torque curve 

romises exceptional top-gear punch and 
lexibility. 

The transmission is beneath the engine sump 
but separate lubrication for the two units is 
employed. The step-down primary transmission 
permits a gearbox to be used with direct-drive on 
top, with a spiral bevel final drive. The EMS has a 
Bae mecd synchromesh box and the GLE a three- 
speed Borg Warner automatic transmission. 

Steel body shells of exceptional rigidity are 
used, with two doors in the case of the sporting 
version and four doors for the luxury car. Double 
wishbones are employed in front, with rack and 
— steering. At the Geneva Show, the GLE 

ad power assistance, but this is not yet available 
on right-hand drive cars. The EMS has a new 
steering gear, giving 3.4 instead of 4.1 turns from 
one full lock to the other, and a smaller steering 
wheel has been adopted. At the rear, a trailin 
dead-axle is located laterally by a Panhard rod. 
The suspension medium is coil springs and tele- 
scopic dampers all round. ; 

There are disc brakes on the four wheels, with 
diagonal and emergency circuits, Saab being 
notably safety-conscious. The EMS has harder 
rear suspension and low-profile tyres, 175/70HR- 
15, compared with the 165SR-15 steel cord types 
of the softer-riding GLE. Distinctive light-alloy 
wheels are used on both models and the GLE has 
a pair of auxiliary lights beneath the front 
bumper, while electrically-adjusted mirrors 
project on either side and tinted glass is standard. 

It was a brilliant idea of Saab (Great Britain), 
in presenting their new up-market cars, to make 
them available for pre-announcement testing in 
the Highlands of Scotland. Outside the tourist 
season, Inverness presents ideal roads for the 
assessment of any car which is not merely a drag- 
strip performer, and if the wee beastie o’ Loc 
Ness did not make her appearance, the traditional 
Highland hospitality was very much in evidence. 
I have never been able to cross Culloden Moor 
without a cold shiver of horror in that blood- 
soaked place, but in the Culloden House Hotel 
such forebodings were soon forgotten. 

I drove the EMS to the far North, returning in 
the GLE after changing. cars at Lochinver. 
Although even the lighter car is of substantial 
construction, the increase in power is at once very 
obvious. Though accurate timing must await my 
fullroad test, I am sure that the 0-60mph acceler- 
ation figure will be in the 9.0s bracket and the 
maximum speed will approach 110mph. In these 
exercises, the gearbox is a willing accomplice. 

On top gear, the car will accelerate strongly 


46 


from ae without any rumbling or hesitation. 
On the other hand, the engine revs very freely, 
giving usefully high maxima in the indirect 
gears. The engine sounds potent when pressed 
but is by no means noisy during normal driving. 
Perhaps it sounds a little bit busy at high cruising 
sheer partly because the low-profile tyres lower 
the effective gearing. There is some road noise on 
certain surfaces and wind noise becomes notice- 
able at 90mph or so. In general, though, this is a 
quiet and refined car in normal use. 

The new steering is a great improvement, the 
handling being outstanding. The EMS takes fast 
curves at high speeds with remarkably little tyre 
noise and very slight roll. The test cars were fitted 
with the latest Pirelli tyres, which certainly grip 
the road exceptionally well, though I had no 
opportunity to try them in the wet. Both the low- 
profile tyres and the harder rear suspension make 
the ride less luxurious than that of previous 
Saabs, but it is by no means harsh. The seats are 
very comfortable and give excellent lateral loca- 
tion but the front air dam perhaps lacks clearance 
on Highland roads — it will be replaced by a 
rubber one in due course, I eadereeseal 

With its less sporting image and automatic 
transmission, the GLE tends to exploit the flexi- 
bility of the engine rather than its performance at 
peak revs. The chosen combination of tyres and 
suspension give a softer ride, and a larger steer- 


ing-wheel confirms the car’s character. It reaches: 


95mph where the EMS exceeds 100mph, but the 
performance is still most satisfactory. On winding 
roads, the automatic transmission may be used as 
a manual box with advantage, and the car is 
quieter than its more sporving sister at high 
cruising speeds. Although the ride is exception- 


ally comfortable, the handling still encourages 
fast cornering. The brakes of both cars are power- 
ful and free from fading. 

As is usual with Scandinavian cars, the heater 
is very powerful and the ventilation has ample 
corey with built-in air extraction. I was unable 
to try the cars at night, but I understand that the 
lights have been studied to obtain better dipped- 
beam visibility without dazzle. I did not drive 
with economy in mind and the roads were 
exceptionally difficult, but I averaged 22.3mpg 
with the EMS and 29.7mpg with the GLE auto- 
matic. I make no attempt to explain these 
ppparently contradictory figures. 

ven quite recently, a four-cylinder car costing 
over £4000 would have seemed crazy. Neverthe- 
less, these fuel-injection Saabs give ihe flexibility 
and performance of a V8 and their engineering 
quality is second to none. Although they are five- 
seater cars, they are compact enough to be quick 
through traffic and if you like ‘em tough the Saab 
could be what you want. 


SPECIFICATIONS 

Cars described: Saab 99EMS two-door saloon, price £4013, and 
99GLE four-door saloon, price £4146, including tax and VAT. 
Engine: Four cylinders, 90 x 78mm (1985cc). Compression ratio, 9.2 
to 1. 118 bhp at 5500rpm. Single chain-driven overhead-camshatft. 
Bosch fuel injection. 
Transmission: 99EMS: Single dry-plate clutch, 4-speed eine hiomess 
gearbox, ratios 1.0, 1.39, 2.07, and 3.44 to 1. 99GLE: Fluid torque 
converter and 3-speed Borg Warner automatic box, ratios 1.0, 1.45, 
and 2.39 to 1. Primary and final drive ratio 3.89 to 1. 
Chassis: Combined steel body and chassis. Independent front sus- 
person by wishbones and coil springs. Rack and pinion steering. 

railing dead axle with Panhard rod and coil springs. Servo-assisted 
disc brakes, with diagonal wheels. Pirelli tyres: 99EMS 175/70HR- 
15, 99GLE 165SR-15. ; 
Dimensions: Wheelbase, 8ft 1.5in. Track, 4ft 6.5ins/4ft_7ins, Overall 
length, 14ft 3ins. Width, 5ft 5.8ins. Weight: 99EMS, lton 2cwt 
88ibs. 99GLE, 1ton 3cwt 108lbs. 


Colt Celeste 
sports coupe 


Visitors to last year’s London Motor Show may 
remember the dramatic last-minute arrival from 
Japan of the Colt Celeste. An attractive sports 
coupé of exciting Worst ae this 2+2 has a 
hatchback offering plenty of luggage space with 
the back seats erect, or a veritable cavern with 
them folded. The pressed steel body is suspended 
by. MacPherson in front, with a live axle on semi- 
elliptic springs behind and a recirculating ball 
steering gear. The servo-assisted brakes are of 
disc/drum eye 

Two sing overhead-camshaft engines are 
offered, with Solex twin-choke downdraught 
carburetters. The 1600 is a conventional unit but 
the 2000 is of great technical interest. In front of 
the camshaft driving chain, another chain drives 
two balance shafts at twice engine speed, on the 
principle of the Lanchester harmonic balancer. 
One shaft is situated fairly high up on the left side 
and the other is at crankshaft level on the right, 
rotating in the opposite direction by the use of a 
pair of gears. 

The out-of-balance forces generated by these 
two shafts cancel out the secondaries of a four- 
cylinder engine. The result is a very smooth unit, 
which is difficult to achieve with a capacity of 2 
litres. In addition, the 2000GT has certain equip- 
ment as standard that is not found on the 
1600ST, notably a five-speed gearbox, an 
ammeter, an oil pressure gauge, and a radio. 

I was able to drive both versions over a con- 
siderable distance in France. Let me say, straight 
away, that the balancing system on the 2000 


engine does work, the lack of vibration being - 


reminiscent of a six-cylinder unit. The 1600 be- 
comes distinctly noticeable when pressed but the 
larger unit is much more refined. The excellent 
five-speed gearbox makes a tremendous differ- 
ence, too, keeping the revs down to 5000 at an 
indicated 100mph. The 1600 becomes noisy when 
cruised near its maximum but is acceptably quiet 
at an 80mph gait. 

The steering is unusually light but rather lack- 
ing in feel. Both cars were steady at speed on wet 
roads and were little affected by quite strong side 
winds. I was only able to test the brakes under 
normal road conditions, but they showed no sign 
of fading or other weakness. Having wrong- 
slotted, I amused myself by performing a hand- 
brake turn on a wet road. the cars cornered fast’ 
without too much understeer and the angle of roll 
was moderate. The suspension becomes a bit 
agitated on the bad roads that France can still 
provide here and there. 


Colt Celeste 1600ST. 


These sporting Colts from Mitsubishi will 
appeal for their looks, interior treatment, and 
competitive prices. I formed the cpr that the 


test cars would not quite achieve the claimed per- 
formance figures, though I covered many 
kilometres at an indicated 100mph in the 2000GT. 


JOHN BOLSTER 


SPECIFICATION AND PERFORMANCE DATA 
Cars described: Colt Celeste 2+2 hatchback coupés, price 1600ST 
£2299, 2000GT £2599 including car tax and VAI. 

Engines: Four cylinders, chain-driven overhead camshaft, Solex 
twin-choke downdraught carburetter. Compression ratio 8.5 to 1. 
1600: 76.9 x 86mm Boon 100bhp SAE at 6300rpm. 2000: 84 x 
see GSoC), 115bhp/SAE at 6000rpm. Twin balance shafts on 
only. 
Transmission: Single dry-plate clutch. 1600: 4-speed synchromesh 
gearbox, ratios 1.0,- 1.442, 2.193, and 3.525 to 1. 2000: 5-speed 
synchromesh gearbox, ratios 0.856, 1.0, 1.360, 2.035, and 3.369 to 
1. Automatic transmission available for both cars. Axle ratio 3.889 to 


1. 

Chassis: Combined steel body and chassis. Independent 
MacPherson front suspension. Live rear axle on semi-elliptic 
springs. Servo-assisted disc/drum brakes. Bolt-on steel disc wheels, 
fitted: 1600 165SR-13, 2000 175/70HR-13 tyres. 

Peleg dled Wheelbase, 7ft 8ins. Overall length, 13ft 6ins. Width, 

.Ains. 
Performance: (Makers’ figures). Maximum speed: 1600 99.4mph, 
a 105.6mph. Accoleration: 1600 0-50mph, 8.3s; 2000 0-50mph, 
7S. 
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Richard Scott — adjudged later to have jumped the flag 


BRANDS HATCH 


Formula Atlantic was good at the end of last year 


and, if last weekend is anything to go by, the basic: 


ingredients haven’t changed amid all the pub- 
licity of the past few months. It was a damn good 
race at Brands Hatch last Sunday and provided 
one of the most popular wins seen at the Kent 
circuit for a long time. Local boy Tony Trimmer 
made a dream comeback to competitive Mer de 
starting his Capital Radio works-loaned la 
T360 from the back of the grid and working his 
way to the front by sheer good driving. Big oppor- 
tunities have ae all gone for Trimmer these 
days, but he showed just how good he can be in a 
competitive car. Luckily there were a few motor 
racing enthusiats among the sizeable crowd to 
appreciate it. 

It would be unfair to criticize Indylantic too 
heavily for their first attempt. There were prob- 
lems, certainly: the day dragged terribly slowly 
and the supporting cast wasn’t impressive, 
except for a superb flying display. There was 
certainly a far better crowd than one would 
normally have expected, thanks largely to some 
impressive commercial radio and TV publicity in 
the preceeding week. However, whatever the out- 
come of Indylantic as a promotional exercise, 
Formula Atlantic still lives as an entertaining 
class of racing. 


The Atlantic field of 18 cars had a 30-minute un-’ 


timed practice session fairly early on Sunday 
morning for setting up and fine tuning before the 
somewhat controversial Indy-style qualifying 
took place. This entailed the cars, in twos or 
threes, being set off together for a total of five 
laps, three of them flying, in which to set their 
grid times. The old short circuit lap record stands 
to the late Tony Brise at 44.0s and, on the slightly 
shorter circuit in coldish conditions, Tony 
Trimmer showed that times ultimately will be 
much lower when he posted a 44.2 in the untimed 
session. 

There was just no way, though, that official 
times could approach this. First of all a Formula 
Ford had liberally covered the circuit in oil, and 
secondly the cars just didn’t warm up quickly 
enough to be able to do anything sensational. In 
fact, some drivers looked distinctly hairy as they 
fought to extract extra adhesion from the cold 
tyres. 


The final pole position winner was indeed a. 


surprise. The first man to do 47.2 was young 
Steve Carvill in Peter Wardle’s old Surtees- 
Swindon TS15. Many eyebrows were raised, 
naturally, but the formerly rather timid and in- 
experienced ex-kartist did look good in the 
Luxembourg-sponsored car, and it was a fine 
effort. To be fair, though, it should be mentioned 
that Trimmer was probably a second quicker in 
the Capital Lola but the timekeepers claimed the 

couldn’t read the 958 number on the car (Capital’s 
VHF wavelength) and he was relegated to the 
back of the id: “It’s the hest car I’ve driven 
since my F3 Brabham in 1970,” said the delighted 
Trimmer. Equalling Carvill’s time was Jim 
Crawford in the Coin Monthly Chevron-Nicholson 
B29. Jim had built the car up from a wreck him- 
self and was paying the running costs, so he was 
looking for a good placing to get some of his 


50 


at 
— leads the Indylantic field away at the start. 


Tony Trimmer’s capital day 


money back and to help persuade Peter Williams 
to continue to let him run it. 

The two extremely smart Dickson’s of Perth 
Modus-Nicholsons of Richard Scott and Norman 
Dickson filled the second row on 47.4 and 48.0 re- 
spectively, Richard mumbling about understeer 
problems on the cold tyres. Jeremy Rossiter 
equalled Dickson’s time in his Spax Chevron, 
although following clutch problems the previous 
day the handling had gone awry during the rear 


The Indylantic drivers being piped onto the grid 
— no wonder Richard Scott was moved to jump 
the startin front of his fellow highlanders. 
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Supporting race winners: Peter Cooke (Harrison) 
in the Clubman’s race (above) and Rob Mason 
(Imp) in the Kent Messenger saloon event. 


end rebuild. A credit to the grid was the brand 
new Sana-Eden, designed by Gordon Fowell and 
built by Graham Eden for Cyd Williams to run 
under the Harrison’s of Birmingham banner. The 
car is very simple, low, and obviously very light, 
and it performed really well considering it had 
only a handful of Silverstone laps to its credit 
beforehand; Cyd’s 48.2 certainly put him right in 
the ball-park immediately. On the same time was 
Tony Rouff in the Netherton & Worth Boxer- 
Swindon, which was also looking good. Phil 
Dowsett filled a number of brown paper bags 
during his flights to and from Thruxton yet 
managed to put in a 48.4 lap in his Chevron, which 
was a good effort. The similar B29 Chevrons of 
Alo Lawler and Ken Bailey took the next two 
places, while Steve Prior was the last of the sub- 
50s men with a 49.4 lap in his Capital McLaren. 
The rest of the runners, Trimmer excepted of 
course, were all hopelessly slow, and if a 107 per 
cent qualifying rule had been applicable would 
have been thrown out. 2 

None of the drivers was particularly enamoured 
with the qualifying, because busting a gut on cold 
tyres proves nothing to anyone. Most of the com- 
ments were of the order “It’s a bit of a laugh, 
something different, I suppose’. From a 
ge se! s point of view it did inject a little bit of 

ife into the practice session, although it was im- 
perative to be able to hear Mike Smith’s very im- 
pressive commentary. 

After what seemed like a couple of days the 
drivers were serenaded to the grid by a band of 
kilted pipers, with a girl each by their side display- 
ing a name banner — a good idea, but it mustn't 
be overdone. Peter Wardle delivered a public 
driver’s briefing on the grid; we noticed more 
drivers relieving their female escorts of names 
and telephone numbers instead of listening, and 
why not indeed? 

There were then two warm-up laps, a 10-second 
board, and the off. It looked as if Crawford had 
got it right, but suddenly it was Scott charging 
through from the second row and straight into the 
lead — a manouevre for which he was penalized a 
minute. However, with 50 laps to go he could 
perhaps make that up. Certainly he put every- 
thing into it and almost immediately opened up a 
sizeable gap. Quickly following him through was 
Williams, who had second place in front of Craw- 
ford as they exited Druids. Poor Carvill found he 
couldn’t select second gear and was rather swal- 
lowed up. : 

It was Scott, Williams, Crawford, Rossiter, 
Dickson, Rouff, Lawler, Trimmer (already!) and 
Carvill who.came round virtually line astern at 
the end of the first lap. In fact, Williams had 
chopped Crawford going into Clark Curve and his 
challenge was already doomed as the nose became 
more and more askew. Trimmer’s progress was 
impressive: by the seventh lap he was on 
Crawford’s tail and on the 11th lap he took the 

lace as Jim dived for the pits for a new nose. 

illiams by this time had caught Scott and was 
sitting on his tail. Further back, Dickson led a 
train consisting of Rouff, Rossiter, Lawler and 
Carvill. . ; 

On lap 19 Scott committed an indiscretion at 
Paddock and lost the lead as Williams and 
Trimmer came up to lap the brakeless Prior.' 
Trimmer’s Capital team-mate did a great baulk- 
ing job on Williams, and TT was through into the 
lead which he never looked like losing. He stroked 
the Lola home in fine style to a tremendous 
welcome, and fastest lap at 44.0s. Williams, too, 
never put a foot wrong in the most impressive 
new Sana and took a well-deserved second place. 
Scott’s moment oo him to third, which he 
held quite easily until lap 34, when he pitted with 
a puncture which cost him two laps. His 
previously impressive team-mate Dickson got 
it all wrong at Clark Curve on lap 14 and 

un off lightly into the sleepers. uff and 

istance when the Spax man found a way 
through, but he was never able to open up much of 
a gap and won third place by just 0.4s. Carvill 
never gave up but it wasn’t until lap 34 that he 
nobbled Lawler; once he had, he pulled away to an 
ay fifth place sory oe Crawford recovered 
well from his stop to take sixth, a lap down, with 
the persistent Lawler and Dowsett covering the 
same distance, with Scott in ninth place. 

A few more competitive cars would be welcome, 
but there’s plenty of promise of a good year’s 
racing in the formula. 

The supporting races were, frankly a bore. 
Neither the non-championship Clubman’s nor the 
black-flag FF race attracted any competitor 
support, basically because of unfavourable 
practice and race timetables. Peter Cooke took 
three laps to get his Harrison in front of Chris 
Greville-Smith’s Phantom in the Clubman’s race 
and, despite a vibrating nose, held on to win by 
2.6s, with Martin Mansell third. 

The black flag FF race closed the day. Luckily 
there were only eight starters and, as one of them 
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crashed before the black-flagging began, the race 
only lasted seven laps. Peter Lawrence, Brian 
Sims and Tony Dixon were in a class of their own, 
but places never changed and Lawrence was left 
the winner. ; 

Imps dominated the Kent Messenger 1000cc 
Saloon Challenge, which Rob Mason led easily 
from start to finish in his Bevan example. After 
Brian Prebble took an excursion at Surtees, 
Horne and Oliver battled for second which the 
latter took on lap 8. 

John Webb bravely lent the ShellSport Escorts 
to Indylantic for a couple of strange celebrity 
races which involved “professional” drivers doing 
four laps and then going into the pits to swap over 
to “amateurs” (DJs or pop stars). Nobody really 
knew who was in the cars, and the pitstops looked 
mighty dangerous. One idiot by the name of 
Screaming Lord Sutch wanted to park on the 
start-finish line just as ten cars lapped him, which 
nearly caused an almighty incident; aptly, he was 
taken away in a coffin. For what it’s worth, the 

” sections were won by Jim Crawford and 


‘pro 
Mike Wilds, but neither co-driver could carry on 


the good work. 


IAN PHILLIPS 


my na ‘76 Championship round (50 ch, 1, Tony Trimmer 

Lola-Swindon T360), 37m 45.6s, 95.34mph; 2, Cyd Williams (Sana- 
den), 37m 57.2s; 3, Jeremy Rossiter (Chevron-Cook B29), 38m 

14.4s; 4, Tony Rouff (Boxer-Swindon PR276), 38m 14.8s; 5, Steve 

Carvill (Surtees-Swindon TS15), 38m 25.2s; 6, Jim Crawford 

Serres Hicholeon B29), 49 laps. Fastest lap: Trimmer, 44.0s, 
48m 


ph. 
Clubman's sports cars (10 laps): 1, Peter Cooke (Harrison-Cooke 

Mk7B), 8m 0.8s, 89.85mph; 2, Chris Greville-Smith (Phantom- 

Swindon P76), 8m 3.2s; 3, Martin Mansell (Mallock-Abbott Mk16), 

8m 9.0s; 4, Vernon Davies (Mallock-Holbay Mk16), 8m 16.45: 5, 

Malcolm Jackson (Mallock-Holbay Mk14/16), 8m 17.2s;.6, Alan 

pis WeallockTolbay Mk16), 8m 32.6s. Fastest lap: Cooke, 46.85, 
.31m| 


Crawford/Jim 
4, Alo Lawler/Andrew Bailey, 10m 4.0s. Fastest lap: Richard Scott, 
1m 46s, eoemihy 

Indylantic ShellSport Celebrity race (8 laps): 1, Cyd Williams/Peter 
Vernon-Kell 9m 29.0s, 60.74mph; 2, Norman Dickson/Peter Powell, 
9m 35.6s; 3, Mike Wilds/Dave Fisher, 9m 38.8s; 4, Jeremy 
Sumner/Graham Knight, 9m 39.6s. Fastest lap: Tony Trimmer, 1m 
3.0s, S7-epmph. 

Black Flag, ormula Ford race (7 laps): 1, Peter Lawrence (Royale- 
Rowland RP16), 6m 23.6s, 78.83mph; 2, Brian Sims (Hawke- 
Minister DL11), 6 laps; 3, Tony Dixon (Elden-Minister Mk10C), 5 
laps; 4, Bob Firrell (Dulon-Scholar MP15), 4 laps. Fastest lap: Sims, 
53.0s, 81.51mph. 


Plum Tyndall holds off Tom Meldrum and Joe Greenan in the Group 1 race. 


KIRKISTOWN 


Formula Fords top of the day 


Where there’s a will, there’s a way. A well-worn 
adage, but that it remains true has been no better 
demonstrated than by the 500 Motor Racing Club 
of Ireland during the past winter. At the end of 
last season the club was in a bad way: Kirkistown 
circuit needed resurfacing and additional safety 
features, and there was simply no money on the 
scale required. Short of selling out (which almost 
happened), there seemed no way in which racing 
could continue, as the RAC had firmly indicated 
that a track licence would not be forthcoming for 
1976. But few had reckoned on Archie Phillips, 
who as Chairman of a substantially new Club 
Council, set about getting things done. A “‘save 
it” campaign was launched in which money was 
unashamedly arm-twisted out of all parties, and 
enough safety alterations have been made to 
make the circuit usable, although there is still a 
long way to go in resurfacing and the provision of 
civilised facilities for spectators. But the start 
has been made, and the March 27 meeting took 
place. Over the past five years or so, this event 
has been in the calendar but has never been held 
due to lack of entries. 


The highlight of the day was undoubtedly the 
a 


Formula Ford race. At the end of the first lap 
Gary Gibson held a 2 yds lead from Michael 
Phi ips, both in Crossles, with Trevor Templeton 
(van Diemen) and Harry Acheson (Crossles 30F) 
in close attendance and the nosecone-less van- 
Diemen of Brian Edgar fifth. A very disappointed 
non-starter was Richard Parsons, who had to take 
his Crossle off pole position after a stone went 
through the radiator on the warm-up lap. Next 
time round Phillips (son of the new Chairman) was 
in the lead with Gibson, Templeton and Acheson 
all close behind. This was how this superb and 
cleanly fought race continued for nearly the full 
15 laps, with Edgar also in touch with the eading 
quartet until he dropped out at the halfway mar 

with the car blowing steam. However, Phillips 
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made a mistake on the penultimate lap, losing a 
couple of places and letting Templeton away to a 
0.2s win over Gibson, with Acheson third a bit 
further back. It was a rey fine win indeed for a 
young driver who shows all the composure of his 
father under pressure, and perhaps it was a little 
unfair that the Driver of the Day award should 
have gone to his equally promising rival Michael 
Phillips on the strength that he had led most 
often past the start/finish line. 

For quite a time the production saloon race was 
just as closely oust The early leader was the 
Onsala Homes/D' Firenza of Plum Tyndall, 
fresh from a comprehensive rebuild at the works, 
by a short head from Tom Meldrum’s Mazda 
RX3, but in ademon out-braking manoeuvre at the 
Hairpin Joe Greenan took the lead in his incred- 
ibly tatty BMW 2002Tii. Close behind were the 3- 
litre Capris of Ray Piggott, Russell Connel and 
Laurence Davison, Connel showing good form in 
the ex-Mike Smith car. The leading trio continued 
to swap places for five laps until the BMW called 
it a day with head gasket failure. It may be signi- 
ficant that on Greenan’s departure the pace of the 
race went up by about 3s a lap, and certainly 
among the front runners there were differing 
views on the conduct of the race. According to 
Tyndall, ‘“‘We were all scared to go near him”; 
Greenan averred that “If they had driven their 
own race and not tried to cut me out, they would 
have run away from me”. All good stuff. At about 
the same time Davison had the hairiest of 
moments at the ultra-fast Debtors Dip, and this 


‘so distracted the leaders that Piggott found 


himself in the lead from Connel, while Meldrum 
and Tyndall dropped back to third and fourth. 
The production eat categor is to be sponsored 
this season by the newly feat Downtown 
commercial radio station, and it looks as if some 
of the best racing could be seen here. 

Another media form is also taking an interest in 


TT's triumph — the happy Indylantic winner. 


motor racing, the Belfast Telegraph combining 
with Texaco to sponsor the ee Atlantic 
series. This did not get off to an auspicious start, 
only five cars appearing and one of t ese was ridi- 


.culously uncompetitive. The race was in danger of 


being reduced to farce when Patsy McGarrity, in 
this seventh year of Ulster’s lunacy, received the 
news during practice that his home in Belfast had 
been petrol-bombed. But this tough little man is 
not easily put off, and he brought his Chevron 
B29 to the fing to do battle with the similar L&B 


-Excavations car of Alo Lawler. Billy Gowdy in 
‘the ex-John Pollock Chevron B25 caused a sur- 


rise by taking the lead, but his glory was short- 
ved and Lawler took over on lap 2, while 


‘McGarrity nipped through to second place a lap 


later. Lawler managed to stave off canes 
fierce attacks for three more laps, but then, in his 
favourite outbraking manoeuvre at the Hairpin 
Patsy was through and away. That was the end of 
the racing, and McGarrity pulled away gradually 
to win ey 7s. John Smith was third in his 
veteran March 722 after Gowdy had retired. 

In the combined special saloon/modsports race, 
neeey Smith in the Sada Escort-FVC made a 
good job of cancelling a 100yds advantage 
grabbed by Mike Hugene's Elan on the first os 
and actually took the lead on lap 7. However, bot 
cars retired with big problems on the next lap. 
One hopes that Nugent’s problem was not quite 
as bad as reported by Downtown Radio: “a 
cylinder through the engine”! Initially Arnie 
Black was third in his Midget, but then a piston 
went, and after the demise of Smith and Nugent 
the race went narrowly to John Gale’s Mi get 
from Jim Tanner’s Mini. Ian Woodside, making 
his first race appearance for something like 12 
years, was third in a Mk1 Sprite. 

Richard Parsons had some compensation for his 
earlier disappointment by winning the FF invita- 
tion race after leading from the start. Second was 
one of the grand old men of Irish racing, Jackie 
Davidson (Senior!), having his first race in over 
three seasons, while third was Phil Sparks in Gary 
Gibson’s car. 

A good day’s racing finished with an Open 
Handicap, which went to Rod McDowell in Alan 
Moon’s Midget, Ian Woodside rounded off a goods 
ony by beating Pauline McCullough for third 
place. 


ESLER CRAWFORD 


Modified saloons and sports cars (10 laps): 1, John Gale (1.3 MG 
Midget), 12m 0.4s, 76.32mph; 2, James Tanner (1.3 Mini-Cooper S),: 
12m 0.8s; 3, lan Woodside (1.3 AH Sprite), 12m 16.6s; 4, Alan Moon 
Gs MG Midget), 12m 29.2s. Fastest lap: Miss R. Smith (1.8 Ford 

scort Ee 1m0.2s, B7 Somph. j , 

Formula Ford (15 laps): 1, Trevor Templeton (van Diemen), 16m 
43.4s, 82.20mph; 2, Gary Gibson (Crossle 30F), 16m 43 6s; 3, Harry 
Acheson (Crossle 30F), 16m 46.0s; 4, Michael ilies (Grossi 30F), 
16m 50.8s. Fastest Lap: Phillips, 1m 5.0s, 84.59mph. 

Texaco/Belfast relepapn Formula Atlantic Championship round 
(15 laps): 1, Patsy McGarrity (Chevron B29), 14m 25.6s, 95.29mph; 
2, Alo Lawler (Chevron B29), 14m 32.6s; 3, John Smith (March 722), 
14 laps. Fastest lap: Lawler, 56.2s, 97.83mph. ; 

Production saloon cars (15 lapel: 1, Raymond Piggott (3.0 Ford 
Capri), 19m 45.2s, 69.59mph; 2, Russell Connel (3.0 Ford ee 
19m 52.0s; 3, Tom Meldrum (Mazda RX3), 19m 54.2s; 4, Alan 
Tyndall (Vauxhall Firenza). -astest lap: Piggott, 1m 17.2s, 
71.22mph. Class winners: Piggott, Tyndall, Meldrum, Gerry 
McGarrity (Honda Civic). 

Formula Ford Invitation (10 laps): 1, Richard Parsons (Crossle 
30F), 11m 14.2s, 81.55mph; 2, Jackie Davison (Crossle 30 ), 1lm 
19.0s; 3, Phil Sparks (Crossle 30F), 11m 27.4s; 4, John Ledlie 
(rosso 30F), 11m 28.6s. Fastest lap: Parsons and Davison, 1m 

.6s, 83.81mph. ; 

Open Handicap (10 lege 1, Rod McDowell (MG Midget) 12m 
41.4s, 74.66mph; 2, lan Woodside (AH Sprite), 12m 55.8s; 3, Miss 
Pauline McCullough (Ford Escort), 12m 56.8s. Fastest lap: 
McDowell, 1m 12.0s. 
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CROFT 


BARC alive 
and well 


As pointed out by Clerk of the Course Mike 
Wilson, and rather in defiance of another contri- 
butor to this magazine, the BARC is alive and 
well in the Yorkshire area at least. To reinforce 
this assertion Croft saw the first BARC meeting 
of the season on Sunday and in usual style the 
organisation was as slick as ever: the wind was 
still blowing but at least the sun shone. With only 
five races and a medley of non-starters the victory 
spoils eventually went to Richard Philip (Formula 

ord), John Kirk (Modsports), Don Farthing 
(Clubman’s), Mike Newman (Special Saloons) and 
Andy Barton (Libre). 

Five non-starters in the Formula Ford race 
meant that all the reserves got a race and the grid 
remained full. Tony Barley (Royale Brown RP21) 
was in pole position but was outdragged by 
Richard Philip (Crossle Scholar 20F) into Tower 
on the first lap. Philip then kept all at bay and 
never looked like relinquishing his lead although 
Mick Starkey (ATS Merlyn-Scholar) and John 
Kent (Royale-Scholar RP 21) fought to decide’ 
which of “tesa should attempt such amove. In the 
end the face finished in that order after Kent 
dropped to third on the penultimate lap. In fourth 
place, which he had occupied from the fourth lap, 
came Eric Horsfield (Alexis-Scholar 23B), who 
had a lonely race compared with fifth place man 
Nigel Robinson (Merlyn-Minister Mk24)) who had 
a fraught struggle to fend off David Leslie (Crossle- 
Rowland 16F) until lap 12 when Leslie pulled into 
the pits. Generally it was a good mannered race 
which only saw one wall of death act at Tower 
(Alex Hawkeridge, Royale-Minister RP21) on lap 
seven and a wheel knocked off Brian Thompson’s 
Royale-Rowland RP16 by an unidentified car just 
by the Paddock entrance on lap three. 

At one stage in the Modsports race it seemed as 
if the score would read; laps 15, entries 13, starters 
11, finishers 0. In the end however a total of three 
cars finished but only the winner, John Kirk 
(Davrian-Carter Mk7) managed all 15 laps and to 
add insult to injury he started from the back of 
the grid after a practice fraught with problems! 
With cars pulling off all over the place the real 
drama occurred in practice with the expected race 
battle between John Bury (Lotus' Elan) and Andy 
Smith (Lotus Elan) was cancelled when Bury put 
his car over the bank at Tower, knockin off a 
door and the windscreen. Smith wasn’t happy 
either, a rising temperature gauge (off the clock in 
eight practice laps) giving rise to a suspected 
blown head gasket; retirement came after only 
two race laps. Oh, = after Kirk, Ron Harper 
brought his Spitfire home in second place followed 
by Ken Oram's MGB. 

The first round of the 1976 Clubman’s Cham- 
pionship sponsored by Coopers Oils saw a very 
good turnout of competitors. Unfortunately again 
some of the front runners were sidelined during 


Malcolm Steven’s Falcon is harried by Dave Horsley’s Mini. 


Don Farthing’s Clubman’s-winning U2 MR1G6E. 


ractice with David Orbell (Stallwood-Holbay 
2 16) offering pieces of camshaft out of his anne 
to anyone who wanted them (no good to hi 
obviously), John Holroyd (Mallock U2 Holbay) 
dropping a valve and the secretary of the Cham- 
ane BE Chris Hart (Mallock U2-Vulcan 17B), 

reaking the lap record on numerous occasions 
whilst on the end of a tow rope trying to start the 
car round the Paddock (distributor trouble). 

In the race itself the Farthing brothers took 
first (Don, Mallock U2-Holbay 16E) and fourth 
(Steve, Mallock U2-Davron 11/14B) places overall 
and first and second in class. That’s pretty over- 
whelming when it is realised that these are 
Formula Ford engined cars and could see Roy 
McNab (Gryphon-Swindon 4a) into second place 


and Robin Inch (Mallock-Davron U2) into third. 


et between the Weymouth based brothers. 
ome excitement was generated by Keith Raper 


(Phoenix 4 U2-Cosworth) when, on lap 10, he 
attempted to assault the Chicane marshals post 


the hard way through the wall after he was left 
without gears at a crucial moment. 
Special Saloons at Croft this week saw Mike 


“Halley’s Comet” — Andy Barton’s March — heads fora smoky libre victory. . 
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“bank at Oxo in 


Newman (Firenza 2300) stroke home to an easy 
win over Keith Bowmaker (4.7 Escort) and 
Malcolm Stevens (4.7 Ford Falcon). A very 
impressive and rapid newcomer to the Croft cir- 
cuit was David Farrer’s 1800 Escort which held 
third place for the first four laps until a lack of 
ears forced him to a halt just before the Chicane. 
he 1300 Minis of Ian Rogerson and Dave 
Horsley provided an exciting tussle for fourth 
place until Horsley disappeared with a ‘poorly 
motor’ on lap 11; likewise in the up to 1000 class 
the Minis of Graeme Woodhouse (on top of the 
ractice) and Alan Ritchie pro- 
vided good value for money with Ritchie triumph- 
agoreneely and drawing away. 
he last event of the day was the Formule Libre 
race and in the over 1601cc class Andy Barton 
(March-Barton 752 BDA) faced Phillip Bennett 
(Scott-BDG) and Richard Sutherland (Chevron- 
Cosworth B23) on the front row of the grid. The 
problem was that Andy was 2.4s faster than next 
man Bennett and proceeded to take and increase 
the lead lap by lap to be 37s ahead at the flag, 
even though the March resembled Halley’s Comet 
for the last few laps, due to a leaking oil seal; 
Andy did not slacken off — ‘just kept a careful 
eye on the gauges’. Bennett came in a lonely 
second ahead of John Stokes (March Toyota Nova 
758) in 3rd; after Sutherland’s Chevron expired on 
it’s fourth lap his fourth place went to Joe Apple- 
garth (Brabham Ford BT23(C). 


PAUL BOOTHROYD 


BARC Norther Formula Ford Deneees yee (15 ot 1, 
Richard Philip (Crossle-Scholar 20F), 18m 58.0s; 83.04mph; 2, Mick 
Starkey (Merlyn-Scholar), 18m 58.4s; 3, John Kent Royale-Scholar 
RP21), 19m 1.4s; 4, Eric Horsfield (Alexis-Scholar 23B), 19m 8.4s; 5, 
Nigel Robinson (Merlyn-Minister Mk24), 19m 10.2s: 6, Tony Barley 
se ng py! Brown RP21), 19m 19.8s. Fastest lap: Philip and 


riley, 1m 14.8s, ye 5 om sty schemnacindh 
Northem Sports Cars (Scorto jayers jam r 
Modified Sports Cars (15 la ray tht 1, John Kirk (1.1 Davrian- 


carter Mk7), 19m 49.6s, 75 43mph; 2, Ron Harper “e Triumph 
Spitfire), 19m 56.6s; 3, Ken Oram (1.8 MGB), 20m 05.0. No other 
finishers. Class A: 1, Oram, 73.19mph; no other finishers. Fastest 
lap: Andy Smith py Elan), 1m 15.8s, 85.11mph. Class B: 1, 
Harper, 73.74mph; no other finishers. Fastest lap: Harper, 1m 
74.82mph. Class C: 1, Kirk. No other finishers. Fastest lap: John 
Kirk, 1m 16.2s, 82.68mph. 
Northem Clubman's Racing with Conner Oils etre some round 
(15 laps): Overall: 1, Don Farthing (Mallock U2-Holbay 16E), 18m 
58.6s, 82.99mph; 2, Roy McNab ryphon-Swindon 4a), 19m 6.4s; 
3, Robin Inch (Mallock-Davron U2), 19m 12.6s; 4, Steve Farthing 
(Mallock U2-Davron 11/14B), 19m_13.8s; 5, Geoffrey Lambert 
ayy wl U2-Holbay 14E), 19m 14.2 1600cc fully modified: 1, McNab, 
A3mph; 2, Inch; 3, David Sugden (Mallock U2-Kelly 11/14 20m 
0.0s. Fastest lap: McNab, 1m 14.4s, 84.68mph. FF engines, 1, Don 
Farthing, 82.99mph; 2, Steve phe 3, Lambert. Fastest lap: Don 
Farthing, 1m 13.8s, 85.37mph (record). 
BARC Northern Saloon Car Championship round up to 1000cc, 
1001-1300¢c, 1301-2500cc and over 2 (15 lap) Overall: 1, 
Mike Newman (2.3 Vauxhall Firenza), 19m 8.2s, 83.20mph; 2, Keith 
Bowmaker (4.7 Ford Escort), 19m 47.4s; 3, Malcolm Stevens (4.7 
Ford Falcon), 14 laps; 4, lan Rogerson (1.3 Mini/March), 14 laps: 5, 
John Fenton (1.3 r S$), 20m 30.2s. 6, Alan Richie (1.0 Mini 
Cooper §), 13 laps. 1300-2500cc 1, Bowmaker, 79.58mph; a 


, 


60lcc and over: 1, Barton, 95.33mph; 2, 
Bennett; 3, Stokes. No fastest lap given. Up to 1600cc 1, 
Applegarth, 82.17mph; 2, MacMichael; 3, Lambert. No fastest lap 
given. 
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Current RAC Champion Roy Lane starts 1976 as he means to go on. 


PRESCOTT 
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Lane is man to beat again 


Amid all the new and largely untried hillclimb 
machinery gathered at Prescott last Sunday, the 
old order in the form of current RAC Champion 
Roy Lane reigned supreme at the end of the day. 
The Castrol and Goodyear-backed Fenny Marine 
GM1 was handling rather erractically earlier in 
the day, particularly at Ettore’s, and in fact lay 
only fifth at the commencement of the 
Guyson/BARC BTD awards run-off. However, 
after two much smoother runs Roy was back on 
top, although well outside his long-standing 
course record. The only class record to fall on a 
mild spring day went when Russ Ward knocked 
0.82s off the Modified and Limited Production 
Sports up to 1300cc division figures in the Top 
Ten run-off. A scintillating performance in the 
John Brown Motors Allard-Blown Sprite puts him 
straight to the top of the Guyson/BARC Hill 
Climb championship ratings for which this was 
the first round. With Guyson/BARC con- 
siderations and a tremendous array of RAC 
Championship machinery for which this was the 
first real try-out after the Loton washout, it was 
easy to forget that this was basically a Bugatti 
OC/Ferrari OC club meeting. 

Apart from Roy Lane, the undoubted star of the 
BTD Awards run-off was last year’s 
Guyson/BARC Champion David Franklin, who 
achieved a very clean and neat 45.45s for second 
BTD in his newly-acquired, ex-Depailler Wendy 
Wools March-BMW 742. Despite this being very 
much an advanced sorting session for the 
Griinhalle Lager March-Cosworth GA, par- 
ticularly in the injection department, Chris 


‘Cramer Severn Advertising 


Alistair Douglas-Osborn spins the Pilbeam, with which he scored sixth placed in the run-off. 


Cramer actually won Class 17 and was going all 
out to try and better his third position on the first 
runs when, on his final climb, the throttle stuck at 
Ettore’s, causing him to run wide, grounding the 


‘nose. Ironically, the clocks had failed to start 


anyway, but he was not allowed another run. 

Ken MacMaster indicated that he will be a 
formidable contander again this year in the 
Modus-Hart 420R, and finished 0.43s ahead of 
Martyn Griffiths, who was impressive in the ex- 
arch-Hart 420R 
after the weekend had started discouragingly 
with a well and truly seized gearbox on Saturday. 
Rounding out the top eight were Alistair Douglas- 
Osborne, who was finding that the revamped 
Pilbeam-DFV sometimes suffered from a surfeit 
of understeer and sometimes from too much over- 
steer, John Cussins (Waring & Gillow Chevron- 
Chevrolet B32) and Terry Smith, who, despite 
hitting the bank at the Esses on one run, had won 
his class earlier most impressively in his ex-Mike 
Wilds March-Holbay. 

In the overall Guyson/BARC series, Russ 
Ward's stunning performance left him 1.61 points 
clear of the extremely rapid 1300 U2 M11B of 
Brian Wilson and 2.22 points ahead of Patrick 
Walker’s Fenny Compton Garage 1293 Cooper S. 
It was a good day for Fenny Compton, as brother 
es pol ended the day ninth in the Championship 
and second in class. Other notable performances 
here came from the Golden Springs Watercress 
Hae of Charles Barter, Anthony Boshier-Jones’s 
Clubman’s U2 Mk11B/16 and last year’s 
championship runner-up Stuart Watts, whose 


4 


smoky Elan may have done even better had it not 
stuttered to a halt on its only Championship run. 

Among the saloon classes, Terry Tattam took. 
his smart but ill-handling Mini to a Class 2 win 
before co-driver for the v4 John Meredith (fifth in 
last year’s Guyson/BARC series) deposited it on 
its side ever so neatly at the Semi-Circle, with, 
minimal damage. Stuart Browne took a good win 
in his well-driven Escort TC, Basil Dagge lost his 
cprortgey of bettering himself among the battle 
of the Imps with a spot of bank-storming, and 
David Depper was the fastest saloon driver of all 
in the Mini Centre 1450 Cooper S. Michael Hall’s 
spotless 1972 Morgan Plus 8 has benefitted 
immensely from a set of wide racing boots, for he 
succeeded in beating Paul Channon’s equally well- 
prepared Cobra, the latter weaving viciously in its 
unavailing efforts to find the necessary split 
seconds. ; 

Brian afore might have been in a position to 
challenge Boshier-Jones in the Clubman’s: 
category had his colourful U2 Mk16 fired on its 
full complement of cylinders, but he still 
contrived to finish third. The U2 Mk14 of Stephen 
Madge was impressive among the sports-racers 
but the undoubted star was John Stuart, who has 

uickly acclimatised himself to the ex-David 

ood/Richard Brown Martin-BDA BM8 and 
climbed in 50.27s. The big boys stole most of the 
limelight in the single-seater division, but in the 
well-populated 1100cc _ division ee 
Dowson came out on top in his ex-Doc Willoughby 
supercharged Brabham BT15, just 0.33s ahead 
of the Vixen VB4 of Chris Bush, with the re- 
mainder well out of the hunt. 

Terry Smith’s victory in the 1600cc class was 
only by 0.12s over David Morris’ Ensign-FVA 
LN1R, while Rob Turnbull’s B&W Brabham- 
BDA BT35 held the rest at bay, including five 
drivers in four Ensigns. Just out of the reckoning 
in class 17 with a time of 48.09, but after a 
weekend in which he managed to stay clear of the 
recent Ardmore Racing bad luck, came Richard 
Brown in the impressively neat new Martin 
BM16, which is powered by an ex-Tommy Reid 
Cosworth Vega engine. 

And now for Wiscombe. 


CHRIS MASON: 


BTD: Roy Lane (5.0 Fenny Marine-Chevrolet GM1), 44.79s. 

Class winners: Peter Houghton (1.0 Datsun ern 58.77s: Terry 
Tattam (1.3 Mini-Cooper S), 55.25s; Stuart Browne (1.6 Ford Escort 
TC), 55.63s; Charles Barter (1.0 Sunbeam Imp), 54.04s; Patrick 
Walker (1.3 Mini-Coopers), 53.42s; David Depper (1.5 Mini-Cooper 
S$), 51.75s; Carol Lloyd es MG yates 60.95s; Stuart Watts (1.6 
Lotus Elan), 55.12s; Michael Hall (3.5 Morgan Plus 8), 55.69s; Russ 
Ward (1.3 Allard Healey Sprite s/c), 51.61s (50.19s, record, in run- 
off); Phillip Porter fer Lotus Europa), 54.60s; Anthony Boshier- 
Jones (1.6 Mallock U2-Ford Mk11B/16), 53.10s; Brian Wilson q. 3 
Mallock U2 Mk11B), 50.76s; Stephen Madge (1.6 Mallock U2 Mk 
50.08s; John Stuart (1.8 Martin-BDA BM8), 50.27s; Christopher 
Dowson (1.1 Brabham-Ford BT15 s/c), 51.47s; Terry Smith (1.6 
ota aA 733), 47.82s; Chris Cramer (3.4 March-Swindon/- 
Cosworth 76A), 46.26s; Hugh Conway (2.3 a ee T35B), 
2 (handicap); Roy Waldron (3.0 Ferrari 250 GT), 68.80s 
(handicap). 


Guyson/BARC BTD Awards (top-eight run-off): 1, Roy Lane (5.0 
oo Marine-Chevrolet ~%. 44.79s; 2, David Franklin (2.0 
March-BMW 742), 45.45s; 3, Chris Cramer (3.4 March-Swindon/- 
Cosworth GA 76A), 45.72s; 4, Ken MacMaster (2.2 Modus-Hart 
420R M4), 45.73s; 5, Martyn Griffiths (2.2 March-Hart 420R 74B), 
46.16s; 6, Alistair Douglas-Osborne (3.0 ‘Pilbeam-Cosworth DF' 
R22), 46.66s; 7, John Cussins (5.7 Chevron-Smith/Chevrolet B32), 
46.83s; 8, Terry Smith (1.6 March-Holbay t/c 733), 47.41s. 

Guyson/BARC Hillclimb Championship, positions after one round: 
1, Russ Ward, 8.91 pts; 2, Brian Wilson, 7.30; 3, Patrick Walker, 
6.69; 4, Charles Barter, 6.57; 5, Anthony Boshier-Jones, 6.53; 6—- 
Stuart Watts, fyi Lane, 6.28; 8, Stuart Browne, 5.93; 9, Roger 
Walker, 5.70; 10, David Franklin, 5.62. 


4),. 


The two “weight” tribunals were 
heard last week by the RAC, those 
involving the Toyota Celica of Win 
Percy and Phil Dowsett’s Capri, 
both of which were found to be 
underweight after the Radio One 
ene BE saloon car round at 
rands Hatch on March 7. Both 
appeals to the stewards decision to 
exclude the drivers from points 
scoring were thrown out, although 


the circumstances were rather 
different. 
The Toyota’s_ situation was 


accepted as not being a blatant 
disregard of the rules, and the RAC 
accepted Toyota GB’s letter that the 
car weight had been entered wrongly 
in the first place. However, they said 
that the Autocar Buyer’s Guide was 
the RAC’s “bible”, and that com- 
petitors should check that the 
weight was correct. For this reason, 
the Toyota, which won its class on 
the day in Win Percy’s hands, was 
excluded from that race but does not 


Ups and 
downs of 
Guyson series 


By the end of the Prescott meeting, 
the Guyson/BARC Championship 
had gathered 125 entrants. Guyson 
MD Jim Thomson was present at the 
meeting but without his rapid Vaux- 
hall Firenza which is still be to be 
tun-in after a major engine rebuild 
after last September’s Harewood 
blow-up which resulted in a unique 
Firenza con-rod of V pattern: Stuart 
Watts and John Meredith were not 
the only successful 1975 
uyson/BARC men to be in trouble 
see page 53), for Nick Porter 
seventh in "75) had the clutch fail on 
his Mini without completing a prac- 
ice run, while Alan Cox (tenth last 
ear) didn’t even make the event — 
ehas a slipped disc! 


Paul Haywood-Halfpenny was an 
nfortunate non-starter in the Radio 
ine Production saloon car race at 
hetterton Sunday after a practice 
hunt in his essex supported 
azda RX3. Paul, 29, is backed by 
Vessex finance for the season. 


irst to be involved, is on the far left. 
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Check it yourself message 
at RAC tribunals 


dear — it looks like becoming a habit. 


lose the normal three race results. 
The appeal fee was returned. An 
interesting point to arise was that 
the RAC obviously expect everyone 
to check their. “bible” but them- 
selves. You have been warned. 

The Dowsett case was rather 
different. Once again the appeal was 
not upheld, but while the RAC were 
sympathetic, they said the evidence 
was not sufficient. 

Dowsett’s and Ford’s evidence 
was to produce the current weight of 
five cars taken from the production 
line, but that did nothing for the 
RAC and they pointed out that the 
weight in the Autocar Buyer’s Guide 
has been the same for the last two 
years, so there was no excuse. Even 
so, the current car is not off the 
current production line. This and 
other complications contrived 
against Dowsett and not only does 
he lose pane but also his Apa fee, 
sithoug no costs were made against 

im. 


Bitza A40 


Special 


How special is special? In the case of 
the successful A40 which Peter 
Cartlidge, a 26-year-old engineering 
production planner from Timperley, 
near Manthasker: took to second 
place at Thruxton on Sunday, the 
car is about as special as P and H 
Motors, Altrincham, could make it. 

It was built from an A40 body, a 
Triumph Herald chassis, a Morris 
van back axle, parts from a Ford 
Anglia and an Austin Healey Sprite, 
Ho has a six-year-old 997cc Ford 
Holbay engine and a five-speed 
Hewland gearbox. 

It won the Brooke Hire special 
saloon-car championship in 1974, 
won six of 2 races entered last year, 
and won at Oulton Park in the first 
of 27 races entered this year. Peter is 
sponsored by the LEP eo 


e Enraged Ginetta G4 racers tell us 
that there are no elegibility problems 
with the Ginetta G4, as was inti- 
mated last week. It was made with 
the twin came engine, and only those 
who accept a misprint in the Blue 
Book should worry. 


MacDowel 
re-enters 
with Ralt 


“It’s contrary to my general belief 
that a big engined car is the thing to 
have, but that’s just not practical 
because of the money involved’’. So 
said former hillclimb champion Mike 
MacDowel when we spoke to him on 
Monday when he explained why he 
was driving a Ralt in this year’s 
RAC hillclimb series, starting this 
Sunday at Wiscombe Park. 

In fact MacDowel will have one of 
the smallest cars on the hills. It is 
the ex-Larry Perkins F3 Ralt RT1 
fitted with a secondhand 420R Hart 
two litre engine, and when we spoke 
to MacDowel, the car was still being 
screwed together, so it is not a 
definite starter for Wiscombe. 
However, MacDowel said he was 
under no illusions. He expects to be 
down at the tail end of the field for at 
least the first few meetings, 
especially, he said, when you 
consider some of the power of the 
other entries. 


Watson wins— 
Lindores 
retires 


Newcastle driver Willie Watson 
scored his first big autocross win 
last week end when he collected BTD 
at the Ryton MC’s autocross at 
South Dissington Farm, Ponteland. 
Driving a Mini Marcos he did 2m 
15.0s on his second run to collect the 


Ovoline Oils Trophy. 
The event, the first round of The 
Journal/ANECCC Championship 


attracted a fair crowd and 46 com- 
petitors thrashed round three laps of 
an 800yds course. Big surprise was 
the eclipse of last year’s champion 
John Lindores who blew a core plu 
on his RS2000 on his first run an 
had to settle for a class win. All the 
quick times came as the course 
became faster later in the day. 


BTD: W. Watson pe Marcos), 2m 15.0s. 

Class winners: B. Forbes (Mini), 2m 26.0s; T. 
Olds (Mini, 2m 17.0s; P. Muirhead (PMW Special), 
2m 16.0s; H. Horn (Cooper $), 2m 16.0s; J 
Lindores (RS2000), 2m 17.0s; L. 


Eagleton 
(RS2000), 2m 19.0s. 


Hemming’s gain 
where others 
take fails 


Mistakes by two of the leading 
crews, both of whom collected fails 
for wrong directions, gave Alan 
Hemmings and John McKerrell a 
two minute victory last weekend on 
the Servais Rally run jointly by 
Cheshunt MC and Roding CC over a 
200 mile route in Norfolk. 

Most damaging mistake was Geoff 
Lobb and Peter Valentine in an Cpe 
Kadett who made their error at TC 
45 and this fail dropped them from 
being winners by two minutes to 
barr ig 

Mick Briant and Dave Kirkham 
were the others to be afflicted by the 
same malady. Their trouble came at 
TC30 into which they popped from 
the wrong slot but their misfortunes 
did not end there for their Escort 
later succumbed to diff noises. 

On an event in which about 80 
crews survived the rigours of a tight 
route and a couple of selectives, the 
biggest incident spot was on the 
second selective. What looked to be a 
30 degree left turned out to be a 60 
degree right and several people had 
alarming moments as they rushed 
over the blind brow ig er Most 
unfortunate was Keith Bushby who 
dented practically every panel in 
three rolls. 

In the first third of the event the 
Mexico of John MHarmer/Melvin 
Woolley led by a minute but they 
were never heard of or seen again. 
Lobb and Hemmings were second 
and third and this situation 
remained until the Kadett crew had 
their brainstorm. 

Behind Hemmings the RS2000 of 
Mike Pattison and Dave Taylor 
clinched the runner-up spot in 19m 
44s and two minute gaps separated 
the next two crews. Mike Harring- 
ton/Alan __ Woodbridge __ brought 
another RS2000 into fourth on 
21m45s and Bill Gwynne/Howard 
Moore finished on 28m 35s in yet 
another RS2000. 

Fifth were Kevin Videan/Mick 
Mancey in the venerable Datsun 
240Z on 24m 45s and Peter Siz- 
more/Peter Skinner brought an 
Avenger into sixth on 25m 9s. ’ 

Top experts were Tom Lam- 
bert/Peter Twite on 43m 34s in a 
Firenza, taking the class by 8m from 
Terry Wright/Tony Shepherd. In the 
novices Nigel Jennings/George 
Winney had a clear win in their 
Cooper S on 1F, 68m 39s. 


FF2000s point every way after their fracas on the first lap at Thruxton iast Sunday. Tiff Needell’s Hawke, one of the 


rwre mw 


Castrol are back in club motor sport 
in a big way with the announcement 
that they are to sponsor the new 
BTRDA Clubmans_ Rallycross 
Championship this winter to the 
tune of £2775. 

As exclusively reported in Sports 
Extra last week the Swindon based 
company has now finalised the plans 
for the series which will begin in 
November with an event at Lon 
Marston and which, during the fol- 
lowing five months will visit Snetter- 
ton, Longridge, Llandow and poss- 
ibly Brands Hatch for a total of 
seven rounds, the best six of which 
will count. 

The new championship is aimed 

very much at the clubman and while 
international rallycross men are not 
barred, they will be excluded from 
class awards but can be eligible for 
the overall prize money at each 
event. 
With four classes, for road cars, up 
to 1-litre, 1001-1300cc and 1301cc 
and over for specially prepared 
machinery, the series will carry cash 
awards of £20, £10 and £5 for class 
wins at each round while in general 
classification the prize money starts 
at £550 and goes down to £10 for 
fifth spot. : 


Morgans celebrate 


forty years 


To celebrate 40 years of four 
wheelers and 25 years of the Morgan 
Sports Car Club, a number of 

organ-only events have been 
arranged for this season. 

The first is at Croft on May 23 
when the Durham Centre have also 
arranged some festivities for 
Morgan drivers and the following 
weekend, also up north, 40 Morgans 
will be able to climb Harewood in 
three classes: up to 1800cc, 1801cc to 
2600cc and over 2600cc. There will 
be a concours, cavalcade and a 
discotheque on the Saturday. 

On August 14/15, ten Morgans will 
have their own class at Shelsle 
Walsh and there’s a concours wit 
the 3-wheeler class. To round off the 
festivities, August 28 sees another 
Morgans-only race at Silverstone 
aia by the Bentley Driver’s 

ub. 


Lanfranchi 
resprayed 


Followin posi collapse of 
sppnsorship from a record company, 

‘ony Lanfranchi’s Opel Commodore 
appeared in totally new livery at the 
Radio One production saloon car 
race at Thruxton on Sunday. The 
sponsorship could still be forth- 
coming, but meanwhile Lanfranchi 
has had the Opel sprayed in what 
appears to be a mucky brown from a 
distance but close to apperars to be a 
pretty gold flek from Monorep. The 
car carries Monorep’s name as well 
as that of the owners of the car, 
Marshall Wingfield. Lanfranchi 
retired on Sunday with overheating 
after a good race. 


56 


Castrol back BIRDA’s 
new rallycross series 


To be eligible for any awards at 


any event every driver must be a 


registered championship entrant and 
this will cost £3 and will be limited to 


the first 150 applications received 


when the lists open sometime in 
July. All entrants will carry their 
own championship number to every 
event and anew idea is to include the 
number on the roof as well as on the 
sides. 

Chairman of the new committee 
dealing with the affairs of the new 
championship said ‘‘We are all very 
excited about the possibilities of the 
new series and the committee com- 
prises people with organising and 
active experience”. 

Smith emphasised the clubman’s 
napert of the series and said that 
efforts would be made by the 
sponsors and the BTRDA to assist 
clubs in promoting their events to 
the utmost. 

Other awards in the series include 
a cheque for the overall champion of 
£100 with cash down to 10th place 
(£10) and £30 for overall class 
winners. In the interim the BTRDA 
will be contacting manufacturers 
with a view to obtaining awards for 
teams and marques. 


Simon Watson — more power. 


Watson 


debuts 
L & G’s BMW 


Simon Watson finally made the pro- 
duction saloon car grids on Sunday 
at Thruxton in his brand new L and 
G Fire pI sponsored BMW 
3.0 Si. The BMW has only recently 
been completed at ADA 
Engineering, and Watson’s race on 
Sunday was very definately a try- 
out. After an early spin at the 
chicane, Watson cruised home to 
eleventh overall, finding the power of 
the BMW very different to that of 
his 1975 class winning Imp. “The 
corners seem to come up so quickly”, 
commented Watson. 


@ John Whitmore’s Dragonfly 11 
will be appearing this year with a 
new coat of paint around the blown 
and injected BLMC. The drag racer 
has found increased support from 
Castrol and will be trying for eight 
second elapsed times this season. 
Discussions about a bigger blown 
engine are taking place and further 
announcements are expected. 


All in the family: John Hop 
on the May Bugs is crewe 
tied with Hopkins. 


The Tunbridge Wells Motor Club 
were the hosts to the 
Semperit/BTRDA championship 
round last sunday. The event at St 
Ives Farm near the village of Hart- 
field in rural Sussex attracted an 
entry of 32. No one north of Potters 
Bar made ‘the day although George 
Fisher from the West Country came. 
The day was sunny and the ground 
was dry, the TW organizers man- 
aged to find plenty of mud at the 
bottom of the field where a stream 
and persistent cows hooves com- 
bined to make the going sticky. The 
entry was divided into three and 
started at different sections, which 
did put an advantage at starting at 
the right end. The muddy hills 
changes repeatedly depending on 
who followed who “deep digger or a 
softer footed fellow’’. 
intekestine trial and after the first 
seven hills the talkative Tony 
Mitchem proved the best marker 
dodger to lead with 7, followed by 
Bill Hicks and Brian Small both on 9, 
with John Hopkins, 11, Chris High- 
wood, 12 and Colin Walker, 13. 
Gordon Jackson went round clear 
on the second round only to retire at 
the beginning of the next with a 
broken fiddle brake. Tony Mitchem 
kept the lead with a 6 score although 
John Hopkins pulled to within a 
point By receding a 3, the same as 
Colin alker and Ted Minter, 


Cae 


ut it was an 


Hopkins and Mitchem tie 


although the long travelled George 
Fisher went one better and notched a 
2. The 750 and 950 band of warriors 
were combined with Cyril Gamblen 
leading but with Alan Gisby, John 
Higgins and Dick Lee all on the trail. 

After lunch two more rounds were 
completed; the first saw Tony 
Mitchem improve his lead with a 
clear round and no refusals. Bill 
Hicks managed the same and John 
Hopkins kept in the hunt with a 5, 
next up was a tired Colin Taylor on 
9. The final round saw George Fisher 
sail round clear to finish fourth, next 
best was John Hopkins with a 3 
which made him equal with Tony 
Mitchem who took 9. The Tunbridge 
Club were unable to separate them 
as they had cleared the same number 
of hills and their other scores were 
identically balanced, so they had to 
share the days honours. Bill Hicks 
rounded off a good days driving with 
a 9 to finish third. Colin Walker was 
the unluckiest blowing his steering 
two hills from the end, and should 
have finished a fine fourth. Ted 
Minter had a good day to take the 
under 1300 class, and Cyril Gamblen 
took the small class pipping John 
Higgins by 11. 


1, John Hopkins (Ibex), Tony Mitchem (Spl), 22. 
Class Winners: Bill Hicks (Trialsmaster), 28; Ted 
Minter (Mintersport), 40; Cyril Gamblen (Pilgrim), 


FF2000 
protest 


The world of FF2000 was nearly 
upset on Sunday at Thruxton by a 
timely apeorest Senne the two very 
quick Hawkes of Geoff Friswell and 
Tiff Needell. Having found that the 
cars were very fast in a straight line, 
Ian Taylor protested the front 
bodywork which was found to be 
fractionally too high above the front 
wheel rim. The scrutineer came to a 
gentlemanly agreement with Taylor 
that the cars should be made legal 
and Taylor had his protest money 
returned. : 

@: Despite his busy schedule, Phil 
Dowsett was out of luck at Thruxton 
on Sunday. The man who has won 
every Radio One production saloon 
car saloon car race this gear but this 
one, never got higher than seventh 
before the oil ran out of a shock 
absorber and he retired on lap three. 


Noproblem: 
for Hill 


Rain midway through the afternoon 
meant that first timed runs were to 
count for awards when BARC (South 
East Centre) attracted only 59 
competitors for their spring sprint 
round one full lap of Goodwood last 
Sunday. The event lacked any single 
seaters of note and BTD went to 
Chris Hill in his 1800cc Mallock U2 
who nipped round in 1m 30.0s to gain 
the easiest of wins. 


BTD: C. Hill (Mallock U2), 1m 30.0s. 

Class winners: J Elen (Stiletto), 2m 0.0s; C. 
Thomas (Cooper), 1m 55.2s; D. Harvey (RS2000), 
1m 54.8s; A. Shirley (Pontiac Transam), 1m 56.6s; 
J. Jordan (Imp), 1m 48.0s; R. Funnell (Escort), 1m 
44.8s; B. Linwood (Porsche 911S), 1m 49.6s; T 
Corridon (Unipower GT), 1m 45.2s; M. Gates (TVR 
Tuscan), 1m 39.2s; D. Basson (Taydec), 1m 39.0s. 
Be Mrs R. Henshall (Unipower GT), 1m 

.28. 
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Mallory incidents: Truman’s | Wells pips Stephens for first 
disqualification deterrent 


“All my observers came to me after 
the race and said something must be 
done. It was diabolical.’ Phat was 
the way Mallory Park Clerk of the 
Course Don Truman described the 
situation after the final Formula 
Ford race at the circuit on Sunday. 
By all accounts, the situation in the 
final was very dangerous. Reports of 
deliberate blocking, weaving and 
wheel knocking were rife, and the 
general attitude seemed to be that 
‘he did that to me when I was follow- 
ing him, so I’ll do it to him now I’m 
leading him”. 

In fact, the whole day was fairly 
fraught for the organisation for 
there were some twenty cars 
damaged in various incidents. Two 
separate incidents eliminated seven 
cars in the third Formula Ford heat 
while the single seater/Supervee race 
had to be stopped after Peter White 
spun and Ronnie Grant hit the 
barrier. The final of the Formula 
Fords saw another four-car incident 
before the trouble at the front really 
started. 

With many reports of dangerous 


driving coming in from all over the 
circuit, the Clerk of the Course re- 
viewed the matter and although 
many competitors were guilty of 
these actions, one number in parti- 
cular arose, that of David Kenned). 
and finally Kennedy was totally 
excluded. 

The unfortunate incident which led 
to Rad Dougall’s injuries was not the 
result of the dangerous driving. 
Coming into the hairpin, Kennedy 
was leading from Trevor von Rooyen 
and Dougall, when the leading two 
braked hard and Dougall ran over 
von Rooyen’s rear wheel and nose 
dived into the barrier. He was 
trapped by his feet for some 40 
minutes while the BRSCC marshals 
very carefully cut him out, before he 
was taken to hospital with multiple 
fractures of both ankles. It is ex- 

ected that he’ll be in hospital for at 
least four weeks, and arrangements 
are being made for him to return to 
South Africa to recuperate in the 
sun. Meanwhile, he’s in Leicester 
Royal Infirmary, and we wish him a 
very speedy recovery. 


One of the many Mallory incidents: Peter White spins his Supervee at 


the Hairpin. 
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Tony Hunt, autotest exponent of 
many years, took BTD on index of 
erformance at last Sunday’s 
AC/BTRDA round run by Tesla 
& DLCC but he did not claim the 
silver spoon. Business and costs 
have caught up with Hunt, who has 
not joined the national champion- 
ships this year, and so the spoon 
went to Stephen Stringer in his 
Lotus 7. 

With champion Trevor Smith 
absent, he was reported to have done 
his first rally the night before, Hunt 
took full advantage and sped to 
victory in his RS2000 in 575.3s 
leaving Mike Herbert and Cecil 
Dickson to scrap for the honours in 
the class. 

Herbert drove his Escort Sport 
well throughout and stayed 
unpenalised, but the much more 
rapid Dickson collected three 

enalties, (two on the first test), and 
Batubhed 5s down on Herbert in his 

The 1-litre Mini class was led all 
the way by Brian Johns,-one of the 
strong RAFMSA team. In his 998 
version he totalled 590.8s to beat 
Dave Everett by 29s. Regular class 
winner in the over 1-litre class, John 
Larkin, had to fend off a strong 
challenge from Peter Swift; Larkin 
(Clubman GT) totalled 537.63 to 
Swift’s 548.5s Swift being in a 


Soouer Ss. 

ith his Lotus 7 on song through- 
out Stringer pulled away slowly but 
surely from Dick Squire in the 13 
strong over 1-litre sports car class 
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10s. Mike 
Halliday (Sprite) took third another 
12s down on Squire after a hard day, 
but a broken half-shaft on the third 


and went on to win b 


test robbed Len Gibson of the 
chance of being a challenger for class 
honours. 


Overall: A. Hunt (RS2000), 575.3s. 

Class winners: B. Johns (Mini), 590.8s; J. Larkin 
(Clubman ent 537.6s; M. Herbert (Escort Sport), 
620.3s; R. Webb (Sprite), 580.8s; S. Stringer 
cous Seven), 510.1s. Novice: S. Cole (Mini), 

7S. 


Thomson's 
easily 


Since the Kinkell hillclimb was 
cancelled due to incessant rain, the 
first speed event of 1976 north of the 
border was the first round of the 
Scottish sprint championship at 
Ingliston on March 28. Many of the 
usual winners of sprints up north 
were once again prominent, although 
equally, few had done much to their 
cars during the winter. Considerable 
excitement was derived from some of 
the machinery, in’ particular a 1964 
Buick which tried to destroy the 
Armco, and an ancient Rolls-Royce 
with 450mm body roll opposite 
locking. 


BTD. A. Thomson (Chevron B7), 109.9s. 

Class winners: C. Richardson (Imp), 132.4s; D. 
Lain (Mini), 129.8s; J. Howatt (Escort RS2000), 
137.8s; E. Paterson (Mini, 119.9s; R. Gray (Lotus 
Elan), 129.6s; J. Kirk (Davrian), 113s; J. Gibbon 
(Jaguar XK120), 132.1s. 


Pd Bas 
of. 


Dennis Wells — first ever. 


Dennis Wells, one of the staunchest 
supporters of production car trials, 
gained his first ever national win 
after many years of effort when he 
beat off a strong challenge from 
Mike Stephens to take victory at the 

id Surrey round of the 
RAC/BTRDA Championship at 
Boxhill, Surrey, last Sunday. 

For most of the day Wells, in his 
venerable Skoda saloon, trailed 
Stephens in the Mexico but he 
blasted past on the last round 
turning a three mark deficit into a 
four mark win. Stephens had to be 
satisfied with third overall and class 
winner for Malcolm Brown nipped 
into second spot after disasters had 
overtaken his two main adversaries. 


Mexico again 


Back in a Mexico after 12 months 
autotesting in a Mini, Phil Shaw 
took overall victory on last Sunday’s 
Owen Motoring Club production car 
trial at Toboggan Field, Weeford. 
From an entry of 30 he dropped 26 
marks on the four rounds of 10 
sections and just pipped Ian Spencer 
who had a five mark win in Class A 
in his Cooper on 23 marks. 

Shaw and Spencer swopped places 
for overall honours throughout the 
day but Shaw pulled it off in the 
second half when he drew away from 
Nick Pollitt in an Opel Kadett, who 
finished on 40 marks a long way 
ahead of Tony Evans in a mexico. 
Andrews Lees (Midget had a din 
dong with Mike Best, (Midget) 
taking the class by eight marks. 


Overall: P. Shaw (Mexico), 26 marks lost. 

Class winners: |. Spencer (Cooper), 23 marks; N. 
Pollitt (Kadett), 40 marks; A. Lees (Midget), 28 
mark Novice: Miss N. Spencer (Cooper) 58 
marks. 


Padiham forum 


Penighe (Thursday) Minisport of 
Padiham are holding a forum run by 
the South Shore (Blackpool) MC at 
their prenises in Station Road, 
Blackpool at 8.30 pm. Among those 
billed to appear are Cyril Bolton, 
Nigel Raeburn, Ian Grinrod, and 
Trevor Roberts. 

A future date on the club’s pro- 
gramme is May 20 when they are 
showing some early Saab two stroke 
rally films plus the Saab 1971 RAC 
red KAK rally films. Non-members 
are welcome on these nights or any 
other night. The premises are open 
seven nights a week, as is the bar. 


A healthy entry of 65 cars turned 
out although Class 5 was bare. In the 
first class Geoff Spencer took the 
lead from Barry Park and at lunch 
was sitting on a three mark lead with 
John Rose seemingly out of the hunt 
nine marks down. But Rose came 
good in the second half and on this 
third round he nipped into a lead he 
never lost and he ended the day on 
92 marks which left the champion 
trailing by five marks. 

The class two struggle involving 
Wells and Stephens overshadowed 
the rest but Stephen Courts was 
always close at hand in the event of a 
major slip and he took third in his 
Skoda Combi on 35 marks, eight 
down on Stephens. 

When lunch came for the sports 
car contenders Mike Hinde was 
smiling having pulled away in his 
Elan from Jim Loveday in his 
Midget. Smiles turned to grimaces 
for both for on the first section after 
lunch Hinde was out when a drive- 
shaft went and on the next section 
Loveday ground to a halt when the 
diff packed up. This left Brown com- 
pletely in command and the Fair- 
thorpe of Mark Kemp finished 17 
marks behind Brown’s Sprite total of 
21 marks. 

Among the small Imps Vince 
Pashley was convincing winner on 
13 marks with young Robert, Carr 
second in an Imp on 12 marks with 
the Stiletto of Ian Fisher third on 31 
marks. 


Overall: D. Wells (Skoda), 23 marks. 

Class winners: J. Rose (Mini), 92 marks; M. 
Stephens (Mexico), 27 marks; M. Brown (Sprite), 
21 marks; V. Pashley (imp), 13 marks. 


Mike Smith 
ties up 
Sark deal 


Commentator Mike Smith is going 
ahead with his plans for entering the 
fray of FF2000 and is said to have a 
big sponsor lined up to support his 
bid. He’s managed to persuade 
Richard Piper to run a second work 
Sark under his sponsor’s banner, and 
is said to be introducing a new 
engine tuner into the field. Smith, 
despite his age, has had a lot of 
experience throughout Europe. 
ile still at school, he raced in 
Mexicos and then did a season’s 
rallycross which took him to some of 
the major tracks in Europe in his 
RS2000. Last year he raced the 
Anchor Records Capri in production 
saloon car racing while establishing 
himself as a commentator. As well as 
his heavy commitments in that field, 
Smith also works at Brands Hatch 
and Radio One, so he’s a busy lad. 


@ Peter Jopp was a non-starter in 
the Leyland Challenge 1275GT 
event on Sunday as the clutch 
acked up in_ practice. “ee 
Hest [Evening Standard Mini had a 
full es land allenge spec engine 
fitted this time, but non-started. 


@ Regulations are currently avail- 
able for the second round of the 
Yorkshire Shell League, the produc- 
tion car trial run by Ilkley and 
District MC are Pateley Bridge on 
April 25. They are available from 

rs Susan Beecroft, 159 Kings 
Road, Harrogate, tel: Harrogate 
69651. 
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Jock Robertson, the former pro- 
duction saloon car driver, is the 
latest recruit to the Hawke stable. 
Following a disastrous debut in his 
Elden at the Brands Hatch FF2000 
race, Marshall Wingfield, who 
entered him last year, returned the 
car to the Elden works as it “was not 
completed to our satisfaction”. 

Latest plans are for a Hawke DL14 
to be powered by a Scholar engine. 
The Hawke has been promised for, 
delivery before Easter ‘and Jock 
hopes to have his first race with it 
then. 

The Marshall Wingfield emporium, 
a constant source of news, scand 
and gossip, also bought Derrick 
Brunt’s agnum last Sunday. 
Whether he would drive the car in 


Robertson joins the Set 


lace of the Capitol Motors pro- 
uction ip ae the latest slimline 
version of their management would 
not say, but he did say that he was 
somewhat upset by consistent 
engine problems in_ Capitol’s 
Magnum. However, these were 
mainly resolved on Sunday. He 


further intimated that one Alan’ 


Foster might make his umpteenth 
racing comeback in the Magnum.... 

Furthermore, it appears that the 
ex-lan Richardson 8.1 Chevrolet 
Corvair Super Saloon is no longer for 
sale, intimating that someone of 
Gerry’s choice would drive it. 


Marshall wouldn’t say whether there. 


was a chance of him driving the car, 
but he did say that it was General 
Motors.... 


Junior. 
recognition 


Formula Junior has gained more re- 
cognition. The predecessor of: 
Formula 3 has been accepted by the 
Historic Sports Car Club. Both front 
and rear engined cars are allowed 
providing they were manufactured 
prior to December 31. 

The Historic Sports Car Club was 
formed in 1965 to cater for the com- 
petition and social needs of all cars of 
a sporting nature. It is now the re- 
pogneed authority accepted by the 
RAC covering the interests of early 
post war cars. 

Further details of this new in- 
clusion and acceptability of all other 
cars may be obtained from the secre- 
tary, Philip Edbrook, Barncoose, 26 
Lower Hey Lane, Dysarts, Mossley, 
Lancashire. 


Burning 
coincidence 
for Clan 


They say that lightning doesn’t 
strike twice in the same place but 
don’t tell Roger Burn. Last weekend 
his Clan Crusader burnt out while 
ect | on the Redditch and 
District Esso Uniflo eongee rally. 
The incident occurred on the second 
stage at Packington and almost 
exactly seven years ago on the same 
stage — which was also the second 
stage — he had a similar problem 
with an Imp. 

Sunday’s incident occurred when a 
driveshaft broke, fractured the 
petrol pipe allowing fuel onto the 
manifold. Burn and his co-driver Rex 
Parmly were not aware of the out- 
break of fire until Burn saw smoke in 
his rear view mirror. Unfortunately 
the fire extinguisher in the car did 
not work and by the time another 
competing crew had slowed to give 
them another extinguisher, the blaze 
had grown and it took the fire 
brigade to extinguish it. 

As a result the stage was cancelled 
as was another stage late in the 


event at Turweston near Brackley. 


when an Escort driven by Robert 
Faherty hit a oes by the flying 
finish and blocked the. stage. His 
navigator was hurt and taken to 
‘hospital but is not believed to be 
seriously injured. 
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Piper loses 
engine and form 


After excellent showings in the last 
four FF2000 races, Richard Piper 
sent his Rowland engine back to be 
rebuilt recently but when he 
appeared at Thruxton it transpired 
.to be a big ag ag ae pa The car 
wouldn't = under load and a very 
dejected Piper tried to eke out some 
power before the race. But despite 
altering the carb float settings 
among other tweaks, it was just as 
bad during the race and Piper retired 
disgusted. 


The Rs 
have mixed 
‘sprint successes 


The Midland sprint season began at 
Curborough last Sunday when Bob 
Rose set BTD in his McLaren M14D 
at the BARC (East Midland Centre) 
event. Round three of the BARC 
Championship, the meeting 
attracted 63 competitors for an 
event run in ideal conditions. 

Rose did 32.8s on his second run to 
beat John Ravenscroft’s Lyncar 
MS4 by a whisker, the Stafford lad 
getting down to 33.01s. Top 
contender David Render had the 


timing belt strip on his Brabham * 


BT35 as he fired up in the paddock 
and went away with fingers crossed 
that the damage was not too serious. 

Several good class scraps 
enlivened proceedings. Graham 
Thompson and Brian Allen were only 
fractions apart in the 1-litre special 
sallon class and George Swinbourne 
and Mike Allen were also beat close 
in the over 1-litre class, Swinbourne 
finally making it two wins in succes- 
sion 
Oulton Par 

Herbert Shepherd had his work 
cut out with his 4.2 E-Type to hold 
G. Tipton’s 5.3 version and Ian 
Knowles and Des Richardson had a 
spirited duel in the mod sports to 
1300, Knowles taking his second win 
in 24 hours. 


Thompson (Cooper S), .08s; 
esc 38.63s; A. Lewis (Elan), 41.16s; H. Shep- 
e! 


a Seay the previous day at |- 


“but he was harried by 


Phil Dowsett clambers into his hired 
plane at Brands ready for the run to 
Thruxton during his busy — and 
partially unsuccessful— weekend. 


Three minutes 
cover first 
Six Crews 


Coulee towerde the East Mid- 
lands ly Championship last 
Saturday’s DFS Rally, run_ by 
Matlock & DMC, was won by Chris 
Drake and Dave Coustick in an 
Avenger who dropped 16 minutes on 
the 150 mile route round Derbyshire. 

From a field of 100 competitors, of 
whom 80 got home on a night in 
ideal conditions, Drake and Coustick 
were engaged in a stern battle for 
only three minutes covered the first 
six crews. 

One selective of six miles was 
included but had to be scrubbed 
when a competing car swiped the 
finish watch and so it was left for 
minor placings to be decided on 
furthest cleanest. 

A minute down in second spot 
were John Leyland/Neil Fairhurst 
(RS2000) and a tie on 18 minutes for 
third place was resolved in favour of 
Brian Harper/Don Davidson in a 
Cooper S, with Pete Hether- 
shaw/Howard Wilcock (Mexico), 
fourth. e 

Elevated from a low starting 
number Keith Watkinson and Jeff 
Smith took their Escort to fifth on 
19 minutes just pipping Brian 
Collmgham and Eddy Bamford in 
their Clubman. 

The semi-experts seeding was 
spot-on for leading the class were 

olin Atkin/David Coleman who 
dropped 23 minutes in their Escort. 
@Regs are now out for North 
Humberside MC’s Holderness Rally 
on May 1/2. Sponsored by Crystals 
of Hull the route will be of 200 miles 
with seven selectives. Entry fee is £6 
and regs are available from Brian 
_Auchterlounie, 2 Beech Avenue, 
Willerby, nr Hull. 


Dick Keen scored a runaway victory 
at the Longton and District MC’s 
autocross on the Charnock Richard 
circuit last Sunday beating the field 
of 60 by very nearly four seconds. 

In his 1.3 Escort in which he did so 
well in the national championships 
last year, Keen Dp up his fastest 
time on the third run in 101.19s for 
two and a half laps of the slightly 
shortened 800 yards course. 

One of the best class battles was in 
the 1.0 Mini class where Derek 
Chadwick took victory on 105.06s 
Malcolm - 


Woodhouse, a newcomer, who . 


Keen runaway victory 


Knockhill has 
snow problem 


The sight of closed gates and a lack 
of competitors and officials must 
have alarmed many _ would-be 
Knockhill spectators last weekend 
when they turned up for the Lothian 
Car Club’s meeting at the circuit on 
Sunday. Had the circuit already 
closed? No more meetings there? 

The real story was that a stron 
blizzard had covered the track an 
surrounding areas on Friday, and 
although much of the snow had 
cleared, apart from Clark corner in 
particular, there was a lot of water 
about and part of the track was 
flooded. For this reason, the 
Lothian Car Club had no alterna- 
tive but to cancel the meeting, and 
notification of this fact was tele- 
phoned to competitors on Friday, 
printed in the Scotsman and local 
newspapers and broadcast on local 
radio stations. So Knockhill still 
lives, albeit a little damp currently. 


Unfortunate 
errors give 
Bugden win 


Making up too much time in a 
neutral section caused two of the 
leading crews to drop from first and 
third to third and fourth on last week- 
end’s Ford-Sure Rally run by 
Bournemouth MC over a 150 mile 
route in Dorset. 

Victory on the event, a CSAC 
round, went to Mike Bugden/Chris 
White in an Ascona on 41m 38s, 
while Richard Waring/Jim Bowie 
were hag Rh in their Escort TC 
on 85m 32s. P. Johnson and Dick 
Jones (Cooper S), would have won 
but for their error in the second half 
and they had 1F 35m 34s. R. Perry 
and Tony Pettie were fourth in an 
Avenger Tiger on 1F, 50m 36s. 

Hard luck story of the night was 
the lead which dropped off the distri- 
butor on the Mike Butcher/Mike. 
Briggs Escort. They were second at 
the time but ran out of time trying to 
locate the offending part. 

Mike Hilton/Arthur Croadswell 
did extremely well to bring their 
Riley 4/72 into fifth on 1F, 52m 32s 
and deservedly took the novice 
award while the leader board was 
completed by R. McDonald and 
Brian Thorpe in an Anglia on 1F, 
54m 32s. 

Best experts were M. Marks and 
C. Holdford in a Cortina on 1F, 64m 
18th for seventh place. 


showed great promise in his firs! 
season and finished eight tenths of : 
second adrift. 

In the up to 850cc Mini class, Johr 
Hopwood had a two second victor) 
over Derek Sparkes and the bigges 
class win was that of Mike Du Vy ir 
his Flying Wellie. He won the clas: 
by eleven seconds for his secon 


vieny. in succession. 

BTD: R Keen (Escort), 101.19s. 

Class winners: J Hopwood (Mini), 105.54s; C 
Baines (Escort), 109.26s; Redman (Clar 
Crusader), 105.13s; D Chadwick (Mini), 105.06s; . 
Clarkson (Escort), 105.16s; T Buckle Bn! 
106.96; M Duffy (Flying Wellie), 106.54; C Gibsor 
a 110.51s; G Woodcock (Cooper S) 
08.28s. Ladies: Mrs D Clarkson (Escort) 
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Clerk recovers 


Gerald Clerk, who went off at Sunny 
Corner during the Special Saloon 
race at Croft two weeks ago, was 
taken to Darlington Memorial 
Hospital where it was found that he 
had dislocated two vertebrae and 
was exceedingly lucky to escape per- 
manent paralyeia: With his Meck in 
traction at the moment, Gerald 
would like to pass on his thanks 
(obviously inadequate as he feels 
these are in the circumstances) to all 
those who helped at the scene of the 
accident especially the Doctor and 
marshals who got him out of the car 
in the correct manner — apparently a 
movement of a tenth of an inch in the 
wrong direction could still have had 
serious consequences. Gerald is very 
‘cheerful and his plans to return to 
the circuits depend upon the 
outcome of further surgery to fuse 
the damaged vertebrae. 
As a matter of interest Gerald’s 
helmet was shattered at the back by 
‘contact with the cross member of the 
roll-cage so vicious was the whiplash 
when the car hit the sleepers... 
“Max. revs. in third, sa 95mph 
when it went’’ quoth Gerald. 


Bettinson’s 
support 


Speed Typesetting Company are 
supporting Dave Bettinson’s 
Caterham Super 7 modsports car 


Noel Edmunds poser with Opel — which hopefully won’t find itself in the 
above position again. 


Noel’s Opel confirmed 


As we provisionally announced 


now he’s taking it seriously and 
sometime around Christmas, Noel 


really hopes to do well in the 


Edmonds is back in the production championship. this year. The London based print 
saloon car field this year with an Noel Edmonds’ provisional on peny, are dial ot the wide 
Opel Commodore. The car will be calendar is as follows: April 18, | 2U q (A Lam! ae ene 
supported by Castrol but is being Snetterton; May 2, Mallory Park: io ce ah ie bie a aga Teg 
pun by Dealer Opel Team Noel won't May 30, Brands Hatch; June 20, | t© Promote their business. Bettinson 


was _ carrying their colours on 
Sunday at Thruxton, but a locking 
brake saw him having a fraught time 
and finish third in class after a 
lengthy spin and consequent push 
start. 


Manitou’s BMWs 


One team currently malking an 
impact in the paddock, and also in 
the hard fought over £2400 class of 
the Radio One Production saloon car 
championship, is that of Manitou. 
Apart from a hu transporter, the 
team’s two BMW. 3.0 Sis are also 
well turned out in Manitou colours 
for Derrick Brunt and Graham 
Miles. Miles is the atagie director 
of Milboro Industrial Plant Ltd of 
Ferndown, the southern area 
distributors for the rough terrain 
forklift trucks that Manitou make in 
France. 

Brunt’s own car is one that he 
built up from scratch at the 
beginning of this year, but Miles’ is 
better known. It was the 1973 Shell- 
sport BMW which was raced last 
year by John Cooper and occasi- 
onally Alison Davis. 


Championships 


Debenhams ford Escort Challenge: 1, Wayne 
Wainwright, 28; 2,John Waterman, 4; 
3,Graham Hollis, 16; 4, Pete King, Dennis 
Bradley, 15; 6, David de Costa, 12. 

Leyland Cars Mini 1275 GT challenge: 1, Alan 
Curnow, 20; 2, Roger Saunders, 15; 3, Malcolm 
Leggate. 13; 4, Glyn Swift, 10; 5, Steve Soper, 9: 
6, Tony Pond, 8. 

DJM Records Formula Ford championship: 1, 
Derek Warwick, David Heale, 12: 3, Jim Walsh, 
11; 4, Frank Bayes; 9; 5, Dave Buttigieg, 7; 6, 
Bemard Devaney, 6. 

Allied Polymer Group FF2000 championship: 1, 
Geoff Friswell 22; 2, David MacPherson, 13; 3, lan 
Taylor and Frank Sytner, 11; 5, Tiff Needell and 
Oscar Notz, 9. 

Vandervell Award for Novice Drivers: 1, David 
Carvell, 8; 2, Don oy. Tom Wood, Roger 
Dowe, 6; 5, Steve Farthing, 2. 


be doing all the events in the Radio 
One championship but hopes to do 
12 of them. It will be Noel’s fourth 
serious season of motor racing, a 
sport he discovered _ through 
telebrity races at Brands Hatch, but 


David Munro 
s BRSCC’s 
Viarshal of Year 


\t a free dinner and sta 
lonated to 100 marshals by the 
3RSCC’s Midland Centre last 
friday, the Alan Eccles Trophy, pre- 
ented by the centre to one of their 
harshals who has most deserved it, 
jas awarded to Dr David Munro. 
le was a doctor for many years at 
ircuits throughout the country, but 
0 1974 was cruelly cut down by a 
vayward F5000 car and suffered 
rievous fractures to the lower 
mbs. However, despite a perman- 
ht disability, Munro reappeared at 
he tracks again last year and has 
een Batting in many hours with the 
IRSCC as a judge and assistant 
hief observer with the race control 
’am, and it is for his courage and 
lyalty that he wins the award of 
larshal of the Year. 

'Lorrie Lassman of the Mini Seven 
acing Club has arranged a two- 
und challenge between Mini 7 and 
lini 1000 at Brands on June 6 and 
ctober 3 organised by Rochester 
(C. Peter Ingram Monk is the man 
) write to for entries: 

| It looks as though the sporting 
‘ial fraternity will be journeying 
tross the Channel later in the year. 
ordon Jackson has apparently 
‘ranged something in Holland 
uring the summer, so if you want to 
) contact him. 


Silverstone; July 25, Ingliston; 
rogue 1, Snetterton; August 29, 
Mallory Park; August 30, Snetter- 
ton; September 12, Brands Hatch; 
October 3, Snetterton; October 10, 
Mallory Park; October 24, Brands 
Hatch. 


Harris collects 
course record 
at Oulton 


BARC (North West) only had 52 
entries for their second round of the 
RAC Sprint Championship, run over 
the mile long course between Cas- 
cades and Knickerbrook on the old 
Oulton Park circuit last Saturday. 

Dave Harris was man of the day 
collecting a new course record on his 
second run in the top eight champ- 
ionship run off. He did 37.64s whic 
was some 2.5s quicker than the 

revious best on the course. Simon 
Riley, in a Brabham BT33 notched 
second quickest time in 38.74s with 
John avenscroft (Lyncar) and 
David Render (Brabham BT35) third 
and fourth. 

Jonty Williamson was down to 
fifth in his Surtees, obviously suffer- 
ing from a minor fault for his times 
were 5s off the pace. 


night 


BTD: D. Harris (McLaren M10), 37.64s (record). 

Class winners: C. Wild (Imp), 55.98s; J. Casey 
Rooper S), 49.34s; D. Harvey (RS2000), 53.50s; 

. Hewardine Mustangs 47.89s; P. cathy (Mini), 
49.97s; W. Richmond (Cooper S), 52.93s; . Swin- 
‘bourne (Escort), 48.48s; C. Wadsworth (Sprite), 
57.77s; J. Bra sew lan), 51.63s; F. Robertson 
Ger an Plus 8), 52.49s; | Knowles (Sprite), 

1.12s; D. Ward (Lotus 22), 46.90s; B. Morgan 
Jag E), 47.30s; G. Taylor (Mallock U2), 44.87s; S. 

iley (Brabham BT33), 39.23s. 

RAC Run off: 1, Harris 37.64s; 2, Riley, 38.74s; 3, 
J. Ravenscroft, 39.59s; 4, Render, 40.63s; 5, 
Williamson, 42.95s; 6, D. Chorley (Brabham), 
48.19s; 7, Taylor, 49.22s; 8, A. Staniforth (Terra- 
pin), 49.66s. 
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sports extra 
Briefly 


@ Richard Thwaites is continuing to 
ealey the sponsorship of Easterns 
the Carpet People (formerly Eastern 
pomnet Stores) in his Monsieur 
Rochas/Classic Car championshi 
bid this year. His Brabham BT8 wi 
be in the blue and white colours of 
the sponsors, as will be Thwaites’ 
1975 championship winning Elva- 
BMW Mk7S which will be driven by 
Mike Wood this year. 


@ David Mercer has written to us 
following our piece under the banner 
Modsport men try tweaks. He says 
that of course Ginetta made G4s 
with twin cams. The misunderstand- 
ing comes, perhaps, because his 
engine is a short stroke 1295cc 
instead of the more usual 1558cc 
version but then destroking is 
allowed, apart from in the case of the 
Caterham 7. Apparently we have 
knickers in a twist. Sorry. 


©Former Prescott and Shelsley 
Walsh course record holder Bryan 
Kccles had his first competitive hill- 
climb in nine years at Prescott on 
Sunday. He has purchased the ex- 
MacDowel/Voigt/Fyfe/Brown 1971 
Palliser WDH1. He was originally 
intent on acquiring the car’s 4.2 
Repco engine but has been gratified 
to find that the chassis is far better 
than he had expected. 


@ Auto 66 member Phil Cherry was 
best of 20 at the North Humberside 
autotest in Hull last Sunday when 10 
tests were laid on loose and firm 
surfaces. In his Mini the Driffield 
driver won with a total of 333.2s. 
Class winners were: Peter Williams 
(Imp), 344.0s, P. Ashton (Escort) on 
358.3s (a winner on his first event) 
and Graham Gardham (Midget, 
368.4s. 


@ Jim Walsh’s FF campaign with 
the Royale RP21 continues with 
trepidation. Poor Walsh is very hard- 
up on running costs and races have 
been entered individually as the 
money is likely to dry up at any 
minute. His spin at Thruxton on 
Sunday didn’t help, as it dropped 
him out of the first three to the 
second three, but at least he gained 
some prize money. 


@ The grinning cat motif of C-Vet, 
the East Anglian based manu- 
facturer of vetinary medicines was in 
evidence at Thruxton on Sunday, 
decorating the Mini 1000 of 33-year- 
old Bury St Edmunds garage owner 
Tom Hurn. C-Vet are totally devoted 
to manufacturing vetinary 
medicines and feel that motor racing 
is not too far distant from vetinary 
medicmes as many spectators and 
drivers are involved with livestock, 


@ Robert Goodwin, a former FF 
Alexis driver, is shortly to make his 
comeback after 18 months lay-off, in 
an Ashtune Van Diemen. Goodwin 
expects his re-emergence to occur on 
May 2. 

@ Cramlington MC are running the 
second round of The Journal/ 
ANECCC Autocross Championship 
at Whickham on Sunday and more 
than 60 entries are already in. 


@ Regulations are now available for 
the Owen Motoring Club’s AGBO 
rally to be run on May 1/2. The event 
is a qualifying round of the Welsh 
and West Midlands Association 
Road and rally championships ans 
will incorporate 165 miles of classic 
roads on maps 126, 136, and 137. The 
start will be at Knighton and the 
route will contain several selectives. 
Regs are available from Tony Evans 
at 4 Briar Close, Rugeley, Staffs, tel: 
Rugeley 3690. Any interested 
marshals please contact Mike Ward, 
tel: Walsall 36002. 
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Cadwell Park hosts the next Britax saloon race on Sunday. 


CADWELL PARK 


The BARC headquarters are on the 
move again this weekend with a tri 
up to the lovely Cadwell Park circuit 
near Louth in Lincolnshire. Britain’s 
‘Nurburgring’ will be opening up for 
the first time this season for a full 
chmesplogenty programme with 
events for Formula Fords, Super 
Vees, production saloons, and 
special saloons in all classes. 

Despite the attraction of the long 
circuit race at Silverstone over the 
weekend there are still enough 
FF1600s around to warrant two 
heats and final. Hopefully the driving 
standards will be a little better than 
those seen elsewhere last Sunday. 


Among the top names entered are 
Rod Bremner, Miki Dee, Geoff 
Smailes, Bernard Devaney, Derek 
Daly and last Sunday’s DJM winner 
Frank Bayes. 

The Super Vee entry is described 
as “small but select” with John 
Morrison returning from his 
European battle to do business with 
Peter White and Mark Litchfield. 
The Britax Production saloon race 
has all the top names entered 
including Brian Pepper, Ton 
Lanfanchi, Derrick Brunt and Jeff 
Allam. The Forward Trust special 
saloon championship rounds will 
once again feature the Nick Whiting- 
Tony Sugden battle while in the 
classes top names include Geoff 
Ward, Ginger Marshall and David 
Enderby. 


FF1600s have two heats and a final at Cadwell. 


LLANDOW 


The BARC (South Wales) are 
running their opening meeting at 
Llandow on Sunday. The programme 
is nicely varied and includes two 
national championship races. The 
main titled event is the BARC 
Modsports race and drivers include 


‘Dave Bettinson, Jon Fletcher and 


Dave Tomlinson. 

The Leyland 1275GT runners 
make the e to Wales too with 
Peter Jopp, Alan Curnow (winner of 
the first two rounds) and Phil Rees 
among the leading contenders. Non- 
championship races will be for 
Formula Fords, special saloons and 
Libre cars. Llandow is three miles 
west of Cowbridge, Glamorgan and 
racing starts at 2pm. 


INGLISTON 


The Heron Rossleigh Trophy race for 
special saloons tops the bill at 
Ingliston’s opening meeting of the 

ear on Sunday. Top contenders are 
licely to be Bill Dryden (Firenza), 
Jim Evans (Turbo Escort), Graeme 
Walker (Skoda), Jim Robertson 
(Avenger) and Doug Niven’s Escort. 

The Libre field has a good feel to it 
also with the Dickson’s of Perth 
Atlantic Modus’ for Richard Scott 
and Norman Dickson topping the 
list. Current Champion Andy Barton 
will be out in his March and Patsy 
McGarrity will be over from Ireland 
with his Atlantic Chevron. 

Also among the nine race pro- 
gramme are races for FFs (two), pro- 
duction saloons, modsports, sports 
and GTs. 


LYDDEN 


Another BARC centre to be bus 
over the weekend is the Sout: 
Eastern who are in charge of the pro- 
ramme at Lydden on Sunday. 
aces cater for Formula Fords, 
special saloons, modsports, 
Clubman’s and Libre cars. 

Among the likely winners are Paul 
Sleeman (FF), John Homewood 
(special saloons) and the Farthing 
brothers (Clubman’s). 


WISCOMBE 


The opening round of the RAC hill- 
climb championship at Wiscombe 
Park near Sidmouth on Sunday 
should see the appearance of almost 
as many G8 cars on the hill as there 
are on the circuits currently. The 
entry is nothing short of pheno: 
menal, and it should be a tremendous 
battle. Among those entered at this 
Sun sponsored, Aston Martin 
Owners Club organised meeting are 
Roy Lane (5.0 McRae GM1), Chris 
Cramer (3.4 March 76A V6), Alistair 
Douglas Osborn (3.0 Pilbeam R22) 
John Cussins (5.7 Chevron 532), 
David Franklin (2.0 March-BMW 
742), Sir Nick Williamson (3.0 Marck 
751), Ken MacMaster (2.2 Modus 
M4), Richard Brown (2.0 Martin 
BM16), Alan Richards (5.0 Surtees 
TS8) and many others. It’s possible 
that hill record holder Mike Mac 
dowel will make his comeback ai 
Wiscombe, as is Sir Nick Williamson 
Even though it is the opening round 
the competition should be tremen 
dous and it all starts at the Devor 
hill on Sunday at 1pm. 


Chris Cramer will be chasing Roy Lane at Wiscombe. 
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Date Venue 

Apr 10/11] Silverstone, England 
April Hockenheim, Germany 
Apr 11 Se tent! ean 
Apr 11 Darlington, U 


Event 
Graham Hill International Frophy 


European Championship for Formula 2 Drivers 
Touring Cars, Grand Touring Cars, Formula Vee, Formula Ford 


Rebel 500 NASCAR 


British ovens 


Date Venue 

Apr 10 Grassick's Garage, Blairgowrie, Scotland 

Apr 10/11} Caterham Car Park (MR187/342553) 

Apr 10/11] Stanfield & Wright's Garage, 
Hampton Road, Exeter 

Apr 10/11] Valley Services Garage, Llandysul 
«ea mms J 

Apr 10/11 ilverstone, nr Towcester, Northants 

Apr 10/11} Wiscombe Park, nr Sidmouth, Devon 

Apr 11 Castle Howard, nr Malton, Yorks 

Apr 11 fan Hill, Lydden Village, Kent 

Apr 11 Llandow, nr Cowbridge, Gwent 

Apr 11 Cadwell Park, nr Louth, Lincs 

Apr 11 Ingliston, Midlothian, Scotland 

Apr 11 Horn Hill Quarry (MR110/172}086) 

Apr 11 Curborough, nr Lichfield, Staffs 
MR120/1 34217) 

Apr 11 ongnor, Buxton, Derbys 

Apr 11 Iver, Bucks 

Apr 11 Ravensworth, Co Durham 

Apr 11 Football Car Park, Stanley Park 
Anfield, Liverpool (MR108/366934) 

Apr 11 Construction Car Park, BP Refinery, 
Isle of Grain 

60 


Event Status Club Start Details 
Rally Hackle a Rally Championship) 
N 55CC 08.00 New Surrey Rally _ 
Rally c Surrey gporting MC _ SWMC Championship round 
Rally Exeter MC 12.0lam 
Valley Services Trophy Rally 
Rally R Teify Valley MC 23.00 
Race meeting | IN BRDC 11.50 F1, Shell Sport F3 Championship, Keith Prowse British Touring 
Car Championship, Brush Fusegear FF Championship, Tricentrol 
: Clubmans Sports Car Championship 
Hillclimb N Aston Martin OC 13.00 RAC National Hillclimb Championship round 
Hillclimb _, N Yorkshire SCC 14.15 Longton & DMC Sprint and Hillclimb Championship Round 
Race meeting | R BARC (S! 14.00 FF1600, F1300, Formule Libre, Clubmans, Modsports, Special Saloons 
Race meeting | R BARC (S! 14.30 OeGTonk Formule Libre, Special Saloons, Modsports, 
inis 
Race meeting | R BARC 14.30 DJM Records FF, VW (GB) Silver Cup Super Vee, Forward Trust 
Special Saloons, Britax Production Saloons, Modsports 
Race meeting ‘| R SMRC 14.15 Heron Rossleigh Special Saloon race, Formule Libre, Sports and 
Special GT's, FF, Production Saloons 
Prod car trial | C Huddersfield MC 13.00 Production Saloons, Production Sports 
Sprint R Mini-Seven Club 14.00 AMMNC Sprint Championship round 
Autocross R Mid Cheshire MRC 13.30 MCMRC Championship round 
Autocross R London 10.00 a 
Autocross R Cramlington MC 14.00 Journal/ANECC Autocross Championship round 
» Autotest R Liverpool MC 10.30 Liverpool MC and Ford (Halewood) MC Championship round 
Autotest c Sevenoaks & DMC 10.30 Whitlwind Tandem Autotest 
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If we hadn't made an oil for him,we couldn't 


The man in our picture is Eric Coleman. 


The vehicle is his 140 feet long road train. 


Fully loaded, it weighs 75 tons. 

Eric has to drive it back and forth across 
some of the toughest, most rugged country in 
Australia. 

It’s unbearably hot, dusty, and many of 
the roads are no more than dirt tracks. 

Protecting his engine is a tough job. But 
BP have the answer. 


We've developed a special oil for extreme 


=o 
Super 
Visco ingredient: 
Static Maen 


conditions like these, which gives his 
engine complete protection. In spite of 
the dust. And the heat. 

As a major international company, 
we at BP solve difficult problems like 
this, all over the world. 

Over the years we've produced 


have made an oil for you. 


oils for engines that work in deserts. Froze 
Arctic wastes. Steaming swampland. You 
name it. BP have been there. 

And this is where your car comes in. 

All the research and experience that 
have gone into making oils for vehicles lik 
Eric Coleman's, have helped us make the 
right oil for your car: 

Super Visco -Static. 

An oil that, even in today’s motoring 
conditions, protects your engine more 
efficiently than ever before. 

Use Super Visco-Static. The 
that contains one very special extra 


Know-how. 
BP SuperVisco-Static. 
We made it the hard way. 


